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FRIDAY, MAY 12. 


Report of the Eastern Railroad Association. 


The report of this Association for the year 1881 shows 
that at the close of the year the following companies were 
members of the Association: 


Allegheny Valley. 

Baltimore & Ohio. 

Boston & Albany. 

Boston, Concord & Montreal. 
Boston & Lowell. Northern (N. H.) 

Boston & Maine. Northeastern (S. C. 
Boston & Providence. oe & L. Champ. 
Boston, Barre & Gardner. Old Colony. 

Camden & Atlantic. Pennsylvania. 
Catasauqua & Fogelsville, Pennsy!vania Co. 

Central, of N. J. Pennsylvania & N. Y. 
Central Vermont. Pitts., Cincinnati & St. L. 
Cheshire. Phila. & Reading. 
Conn. & Passumpic Rivers. Phila , Wil. & Baltimore. 
Conn. River. Portland & Ogdensburg. 





N. Y. & N. England. 

N. Haven & Northampton. 
ssew London Northern. 
Northern Central. 


Concord. Providence & Worcester. 
Concord & Claremont, Prov., Warren & Bristol. 
Danbury & Norwalk. Petersburg. 


Del. & Hudson Canal. 
Eastern. 

Fitchburg. 

Housatonic. 

Hartford & Conn. Western. 
Lehigh Valley. 

Long Island. 

Manchester & Lawrence. 
Maine Central. 

Naugatuck. 

N. Y. Central & Hud. River. 
N. Y., N. Haven & Hartford. 
N. Y., Prov. & Boston. 


A total of 62 companies, operatin 
The Pittsburgh and the Richmond 
Association during the year. 

The report of the Executive Committee sets forth the ad- 
vantages secured by the Association to its members, and 
alludes briefly to what bas been already gained in protection 
against unjust claims and exorbitant damages for infringe- 
meut of patents. 

The receipts and expenditures during the year were as 
follows: 

Aavesument Ma. 26........0ccccsssennat Uns se cece gases $17,618.96 
Costs, back collections, ete wi .. 1,234.42 
Entrance fees........... o<:ighin 775.00 
Interest on investments.............3 1,971.35 


$21,599.73 


Raleigh & Gaston. 
Richmond, Fred. & Potomac. 
Richmond & Petersburg. 
Richmond & Allegheny. 
Rome, Watert’n & Ogdensb’g. 
Seaboard & Roanoke. 
Sullivan County. 

Troy & B«ston. 

Vermont Valley. 

West Jersey. 

Wilmington, Col. & Aug. 
Wilmington & Weldon. 
Worcester & Nashua. 


18,446 miles of road. 
Allegheny joined the 
















Total receipts..... 
DAI n.05. 6 000-6 0's. acta ennawaeeeoieescésscecewens 17,324.20 
DG BOE TO FOO. ois cdiad Soc sccesscsadecseceee 4,275.53 
DGRIOR, AR: Bg BOE scans cnamvanccsesisedcersansbnces 43,354.16 
Balance, Jan. 1, 1882........ .cesseeeeeeeee a seal $47,629.69 


Of this balance the sum of $13,974.69 is in cash, and the 
balance of $33,655 is invested in interest-bearing securities. 

Is is recommended that the assessment for 1882 be 50 
cents per mile of road and $50 upon each $1,000,000 of 
gross receipts of al! lines operated by each member of the 
association. 

The report says: “ There has been some discussion as to 
the desirability of our acquiring the powers of a corpora- 
tion. Your Committee has not so far discovered any neces- 
sity for making such a radical change in the organization of 
the Association. 

‘* We have been asked to extend still further the duties of 
the Association, by examining the title to all patents sub- 
mitted for examination, and to pass opinions on the legal 
construction of written instruments conveying title to letters 
patent, which have been heretofore accepted by railroad 
managers. 

‘‘ After mature consideration we have decided that as 
these papers are necessarily drawn by the legal advisers of 
the companies, we cannot accept this responsibility ; but 
have instructed our General Counsel to give the members 
any recorded information he may have respecting the own- 

ership of letters patent, when so requested, and in this re 
spect we would call attention to the general form of such 
instruments he has given us in his report, and reccmmend 
the adoption of the same by the members when they pur- 
chase the right to use any patented invention.” 

The report of Mr. Andrew McCallum, the Secretary and 
General Counsel, states that the Petersburg and the Ricb- 
mond & Allegheny companies joined during the year. The 
entrance-fee was last year established at $2.50 per mile of 
road worked; this may be changed for the present year. 

Mr. McCallum’s report gives the following statements of 
the business of his office for the year: 

INQUIRIES AND REPORTS ON PATENTS. 

‘‘On referring to the list of patents examined and re- 
ported on during the year, it will be found that the inquiries 
embrace a very wide range of subjects, the patents examined 
not being confined solely to improvements on road and roll- 
ing stock, but covering improvements in other arts of gen- 
eral application, which would seem at the first glanee to 
have no relation to railroads. For instance, ship’s davits, 
watchmen’s time-detectors, chimney cowls, sand-blast en- 
graving, link-welding machines, lighting by etectricity, etc. 

‘* But when it is known that some railroad companies re- 
quire the use of steamboats to complete their connections, it 
will be seen that aship’s davit is as much the subject of 
legitimate inquiry as acar brake; and when we learn that 
the sand-blast is used as ® means for sharpening files, and 
know that files are used in every railroad shop, the con- 
nection becomes apparent. 

‘*T call attention to these reports to illustrate the fact that 
the business of the Association extends over a very large 
field, and one which from year to year increases so as to em- 
brace arts which formerly had no connection with the oper- 
ation of railroads. 

‘* All the information collected respecting the various sub- 
jects of inquiry is preserved in the reports which constitute 
our records, and as they have been gradually accumulating 
for 15 years, it will be readily understood what a vast 
amount of valuable information is stored up and made 
available for the benefit of the members. 

‘* A large proportion of the inquiries made during the past 
year have been answered from information previously ac- 
quired, so that the appended list of patents examined does 
not fully show the business of the Association in this respect. 
It only shows what patents have been examined for the first 
time, with a view to determine their validity, or whether 
claims made for their alleged infringement were good or 
bad 


“To give an idea of whatsome of the claims submitted 
would amount to, if the demands made upon our members 
were acceded to, I select a few cases before your Executive 
Committee, viz.: 

‘* A claim that the ordinary method of attaching wheels 











to car axles by pressure, and which bas been in use for a 
long period of years by almost every railroad in the country, 
infringes certain letters patent now in force. 

“A claim that the use of any description of refrigerator 
car is an infringement of certain letters patent. 

‘* A claim that the common method of operatin the cylin- 
der cocks of locomotives by means of a sliding cam rod in- 
fringes certain letters patent. 

**A claim that the method of detaching the wheels and 
axles from the truck so that they can be rolled out without 
taking the frame-work apart, is covered by letters patent 
still in force. 

‘* A claim that the use of a paper tag, strung on the strap 
of an ordinary baggage check to show destination, is an in- 
fringement of certain letters patent. 

‘*A claim that the exhaust ventilator as applied to the 
elevated roofs of passenger cars, infringes certain letters 
patent. 

**Which few cases will serve to illustrate the fact: that 
most of the claims made against our members are for 
devices in general use by all railroads, and that the benefits 
of the Association received by one are shared by all its 
members, though some of them may not have any claims 
made directly against them, or be aware that the use of a 
particular device is claimed to infringe any letters patent. 

‘**As a rule, nearly all such claims are of a fraudulent 
nature, made long after the dates of the patents upon which 
they are based, und when the evidence of their invalidity is 
supposed to have been lost by the death or dispersion of 
parties who knew the facts and history of the art; so that it 
is only by patient and careful investigation and by free 
communication with the old employés of our members that 
eo aw facts to defeat such fraudulent claims can be 
obtained. 


CONGRESSIONAL. 

‘Tt was not found necessary to take any action with re- 
spect to private bills for the extension of letters patent 
during the second session of the Forty-sixth Congress, as 
the subject had been fully Ciscussed before the Senate and 
House Committees on Patents during its first session, and 
the opinion prevailed that no extension of a 17-year patent 
should be allowed, except in extraordinary cases, and all 
patents now in force were granted for seventeen years. 

‘As the committees for the Forty-seventh Conrress had 
not been appointed at the termination of the year 1881, of 
course no action could be had, but the bilis introduced 
during the present session will receive proper attention. 

**Some of our members have expressed a desire that the 
Association should take an active part in promoting legis- 
lation witha view tothe amendment of the patent laws, 
which are acknowledged to be defective in several respects, 
particularly as to the sections providing for the surrender 
and reissue of letters patent, limitation as to time within 
which suits for infringement may be commenced, the re- 
cording of licenses, and the lack of any provision for testing 
the validity of a patent by the public, or by a private indi- 
vidual interested in the subject of the patent. 

‘*Your Committee, after fully discussing the subject, 
adopted the following resolution: 

‘** Resolved, That it is not thought advisable for the As- 
sociation to introduce, or, as an Association, advocate legis- 
lation in Congress, but the members should promote any bill 
that may be offered to amend the patent laws, so as to re- 
quire the patentee or owner of a patent to give notice of 
any claim for infringement, and to commence suit thereon 
within a reasonable time after such notice is given.’ 

‘Bills providing for such amendments of the patent laws 
have been before Congress for several years, and it is hoped 
that the subject will receive proper attention. 

‘**It is a matter in which the public at large is interested, 
and the promotion of which should not be confined to any 
particular interest or class in the community. 

* Possibly the required legislation may not be had until 
the necessity for it becomes apparent from the decisions of 
the United States courts. 

‘On the question of reissued letters patent, and the effect 
of long delay in commencing suit for infringement, the 
United States Supreme Court, by its decisions, has very 
clearly indicated that the law as it now exists is imperfect, 
and liable to be grossly abused. 

‘*The recurrence of such attempted abuses the Court may 
not be able to prevent, but it appears determined to give 
them no sanction or encouragement. 


“Tn view of which fact I am satisfied that a remedy will 
be provided without requiring the advocacy of any par- 
ticular class whose promotion of the proposed legisiation 
might be wrongly construed as an attempt at special legisla- 
tion. 

LEGAL. 


‘** As before intimated, the law business of the Association 
during the past year has been of great importance, and it is 
with much satisfaction that I am able to report that its 
efforts to protect its members against unjust and fraudulent 
claims have been supported and sustained in a remarkable 
degree by the decisions of the United States Courts. 

“The new suits commenced against our members during 
the year, and the defense of which has been assumed by the 
Association, are as follows: 

David Matthew vs. Pennsylvania R. R. Co. 
The National Car Brake Shoe Co. vs. Boston & Maine R. R. 
# si - * Old Colony R. R. Co. 
% ge ” ‘* Boston & Albany R. R. Co. 
William Tracy vs. Pennsylvania Company. 
Edwin R. Bennet vs. Baltimore & Ohio R. R. Co. 
George G. Hunt vs. Pittsburgh, Fort Wayne & Chicago R. R. Co. 

‘The first of these cases, Matthew vs. Pennsylvania R. R. 
Co., was brought for alleged infringement of Patent No. 
22,439, granted to David Matthew, Dec. 28, 1858, for an 
improvement in locomotive axle bearings. Our records 
show that the patent was examined and deciared invalid by 
your Executive Committee, May 8, 1867. 

“It appeared, however, that previous to that time the 
Pennsylvania Railroad Company had been sued for infringe- 
ment and had effected a settlement for this and other patents 
owned by Matthew, Sept. 12, 1861, and had taken a license 
which was supposed to cover all future use of the invention 
by the Pennsyivania Railroad Co. 

“‘The claim was based upon the alleged fact that the 
license did not cover the right to use the invention within 
the state of New Jersey, the Pennsylvania Railroad Com- 
pany not operating any roads in that state when it was 
given. 

**Counsel believed that the license was sufficient, and is ue 
was joined upon this question without requiring t> ~...0to 
the question of the validity of the patent. 1% 

“The matter was first argued before his Honor Judge 
Butler, District Judge for the Eastern District of Pennsy]- 
vania, and again before both Justices McKennan and Butier 
of said Court, the result being a final decree dismissing the 
bill of complaint, with costs to defendant. 

“T give the particulars of this case for the reason that it 
shows that the defense of a case may sometimes turn upon a 
question of title, irrespective of any defense on the question 
of validity of letters patent. 

“The suits of the National Car Brake Shoe Co. are 
brought for alleged infringement of Patent No. 45,106, 
granted to Joseph Wood, Nov. 15, 1864, for improvement 
in car brake shoes, 





“The suit Tracv vs. Pennsylvania Company is brought 
for alleged intringement of Patent No. 62,510, granted to 
William Tracy, Jan. 6, 1867, for improvement in rail- 
road switches. 

“The suit Bennet vs. Baltimore & Ohio Railroad Co. is 
brought for alleged infringement of a patent originally 
granted to Joseph Wood, Dec. 24, 1861, for improvement in 
railroad frogs, and reissued July 1, 1873, No. 5,473. 

“The suit Hunt vs. Pittsburgh, Ft. Wayne & Chicago 
Railroad Co. is brought for alleged infringement of letters 
patent No, 45,609, granted to George G. Hunt, Dec. 27, 
1864, for improvement in car trucks. 

“Tt is believed we have a perirct defense to all the new 
suits above referred to. 

** With regard to the old cases, I have to report that sev- 
eral have reached a successful termination. 

** 1n the United States Supreme Court the case of Edward 
Mellon and William Matthews vs. the Lehigh Valley Rail- 
road Co., was argued and decided in our favor. 

“The claim for eres. pw go was based upon letters 

tent No. 58,447, granted to Edward Mellon, Oct. 2, 1864, 

or improvement in the mode of attaching tires to the 

wheels of locomotives, and the patent purported to cover 
all steel tires put on the wheel centres with a flange to pre- 
vent lateral movement of the tires. 

“In the Circuit Court the decision was against us. The 
patent was declared to be valid and to be infringed by the 
defendant. 

“The decision of the United States Supreme Court re- 
verses the decision of the Circuit Court, and orders the suit 
to be dismissed, with costs to defendant. 

“The suit brought by the Hien Car Coupling Co., in the 
Eastern District of Pennsylvania, for alleged infringement 
of the Van Hoesen & Brown patent for car couplers, by use 
of what is known as the Janney car coupler, was dismissed, 
with costs to defendant ; but the patent bas been again re- 
issued, and it is believed to be the intention of its owners to 
commence a new suit upon the last reissue of the Van Hoe- 
sen & Brown patent. 

“The suit G. 8. Appleton vs. the Rutland Railroad Co., 
which was brought for alleged infringement of letters patent 
No, 22,844, granted to G. 8S. Appleton, Feb. 8, 1859, for 
improvement in switches, has also been terminated in favor 
of the defendant. It will be remembered that claims under 
this — were made against a very large number of our 
members, and that all the members were cautioned against 
making any settlement of the same. The litigation respect- 
ing it is now at an end. 

“Tbe suit brought by Willard H. Smith against the Long 
Island Railroad Co. for infringement of his patents for 
lamps and burners has also been dismissed, and no further 
litigation under these pete is anticipated. 

** The cases of Joseph Trimble et al vs. The Central Rail- 
road Co. of New Jersey, the Boston & Albany, and the Le- 
bigh Coal & Navigation Co. for alleged infringement of let- 
ters patent No. 18,882, granted to N. Demary, Jr., for an 
improvement in snow-plows, Dec. 15, 1857, may also be 
said to be determined by a decision against the validity 
of the patent in a suit brought against the Union Pa- 
cific Co., in the argument of which your General Counsel 
was called upon to take part. 

‘The patent purported to cover all snow-plows, for use in 
deep snow, in which an inclined plane is employed to ele- 
vate the snow and adouble-sided mold-board is used to dis- 
charge it clear of the track. 


PENDING LITIGATION, 


“With regard to pending litigation I have to report tnat 
the suit brought by Johnson & Sandford aguinst the Flush- 
ing & Northside Railroad Co., now pending in the United 
States Supreme Court, is ready for argument,and wil] most 
likely be reached in the month of March, 1882. 

‘This suit is brought for alleged infringement of a patent 
originally granted May 19, 1857, to Johnson, Higbie & 
Link for an improved mode of fastening sheet metal on 
roofs, and reissued to Johnson & Sandford April 16, 1872, 
so as to make the patent cover the fish-bar rail joint, in al- 
most universal use on the railroads of this country. 

“Of the Sayles cases, for infringement of the Tanner 
brake patent, which abated by reason of the death of the 
complainant, only five have yet been revived, to wit : 
Charles T. Root, Executor, vs. Jefferson, Madison & Indian- 

apolis R. R. Co., 


eg T. Root, Executor, vs. Indianapolis & Vincennes 
. R. Co. 
—_ - Root, Executor, vs. Wilmington & Weldon 


. R. Co. 
Charles T. Root, Executor, vs. Raleigh & Gaston R. R. Co, 
* ” = Rutland R. R. Co, 


“The case of Sayles vs. Richmond, Fredericksburg & Po- 
tomac Railroad Co., now pending in the United States Su- 
preme Court, may be reached curing this term; but it is 
believed that the questions of law involved may. be decided 
before it is reached, as the same points were argued in a 
case against the Lake Shore & Michigan Southern Railroad 
Co., and are now under advisement by the Court. 

‘*The decision will either terminate the litigation or pro- 
long it for a further indefinite peri 

* The cases of Emigh & Stevens against the Baltimore & 
Ohio Railroad Co, came up in the Circuit Court on the mas- 
ter’s report, which awarded damages to the amount of 
$176,005. The question was simply one of damages, and 
after argument, which took place in February, 1881, the 
Court reduced the amount to $85,400, the efforts of the As- 
sociation thereby effecting a saving of $90,605. 

‘*The cases have since been appealed to the United States 
Supreme Court. 

“The other cases pending on this Stevens patent are in- 
volved by questions of title, and the effect of licenses held 
by the defendant companies—questions which your com- 
mittee held to be distinct from the ordinary business of the 
Association. 

** The case of Turrill against the Fitchburg Railroad Co. 
for infringement of the Cawood swage-block patent for 
mending rails, pending in the District of Massachusetts, will 
probably be reached at an early day. 

“ The patent has been several times sustained by the United 
States Supreme Court; but this case comes up on evidence 
which was not before that Court. 

**The case of Williams and Albright against the Pennsyl- 
vania Railroad Co, for alleged infringement of patent No. 
38,765, granted to S. J. Seely, June 2, 1863, for oil cars, is 
virtually determined by a decision against the validity of 
the patent in another suit. The suit will be dismissed in due 
season. 

“There are a number of other suits, some of long standing, 
which may be considered abandoned. 

“The only litigation of anv importance may be said to be 
embraced in the claims of Johnson and Sandford for fish- 
bar rail joint; the Tanner brake; the locomotive swing- 
truck; the Stevens brake; the Cawood swage-block; the 
Griggs brick arch for locomotive furnaces; and the new 
cases first referred to, 


SETTLEMENT OF VALID CLAIMS. 


“Though we have not been called upon to make settle- 
ment involving a money consideration, we bave been able 
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to make special arrangements with certain patentees and 

owners of valid patents, by means of which the members 

may acquire the right to use the inventions on exceptionally 

*avorable terms, at the same time securing a release from 
ill claims for past infringement. 

“Such an agreement was made with Mr. J. E. Buerk, of 
Boston, the patentee of certain improvements in watch- 
man’s clocks and detectors, and also with Mr. De Lancy 
Kennedy, of New York city, the patentee of certain letters 
patent covering what is known as Kennedy’s spiral punch. 

‘* Other offers of similar arrangements have been received; 
but were declined for the reason that the validity of the 
patents offered had not been sustained by decisions of the 
courts or your Committee, and the subject matter was not 
considered of sufficient importance to receive the indorse- 
ment of the Association. 


‘ ASSIGNMENTS AND LICENSES UNDER LETTERS PATENT. 
“The question was raised, whether the Association should 


ive opinions upon questious of title to letters patent, and 
the legal construction of written instruments conveying the 
right to use patented inventions, it not having been the 
practice of your committee to take cognizance of, or pass 
upon such legal questions. 

‘A discussion of the question resulted in the adoption of 








ance shall be void as against any subsequent purchaser or Automatic Air vs. Automatic Vacuum Brakes. 
mortgagee for a valuable consideration without notice, unless 
it is recorded in the Patent Office within three months from 
the date thereof. } 
“Under this law it bape seem _ oe, Ot ing = 
strument conveying an exclusive right to a patent to be goc . ee ae : 
against any intent purchaser, must be recorded in the | Of discussion in Europe : 
Patent Office, and in view of the fact that an ordinary| It has already been mentioned that the battle of the brakes 
license conveys no exclusive right, and therefore does not! is now being fought upon the question of which automatic 
come within the statute, I respectfully suggest that hereafter | brake shall be adopted, air or vacuum. _ . 
when a railroad company purchases the right to use a pat-| Before proceeding to express an opinion upon either of 
ented invention, it should take an assignment and not a mere ' these systems, it will be of advantage to correct an idea, 
license, and have such assignment recorded in the Uvited somewhat generally held, that an automatic brake cannot 
States Patent Office. be made to work without valves; itshould be clearly under- 
“It should also make sure that the assignment covers the | stood that it is perfectly easy to construct such brakes to 
right to use the invention on all the lines now or hereafter | work with air-pressure or vacuum, without any taps,valves, 
owned, leased or operated by it within the United States and | or other so-called complicated parts; but all such brakes 
territories thereof. | have and must have the fatal defect of being slow in action. 
“The instrument should also contain a release from all| After any brake trials or experiments have been conducted, 
claims for past infringement, and all claims which may arise the question is frequently asked. ‘* Why is it that the West- 
through the use on its road of cars or other rolling stock be-' inghouse automatic brake always proves itself to be the 
longing to other companies, or from the use of its cars and| best?” The reason is that its action is as nearly as possible 
rolling stock on other roads. * * | instantaneous, the retarding power therefore is brought into 
(A form for such a deed is included in the report.) | effect with the least loss of time and distance; and this very 
great advantage is due to the use of the triple valve and 
EXPENDITURES, 





A correspondent of the English Mechanic, Mr. Clement E. 
Stretton, contributes the following interesting letter on the 
‘*brake question,” which is still exciting an immense amount 








the following resolution: 
‘** Resolved, That this Association will, through its Gen- 
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high pressure. Mr. J. E. Harrison, the Engineer-in-Chief of 
‘On referring to the Treasurer’s report, showing the} the Northeastern Railway, in his report to the directors of 


STANDARD TRUCK FOR FREIGHT-CARS 
OF NEW YORK CENTRAL & HUDSON RIVER RAILROAD 


and its Connecting Lines. 


| 
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----——B Leander Garey, Superintendent of Car Department, 
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eral Counsel, furnish to any of its members, any informa- 
tion it may be able to give in relation to the lega) construc- 
tion, effect and bearing of any license or assignment made 
by the inventor or owner of any patent to one of the mem- 
bers; but inasmuch as such licenses and assignments have 
been drawn or accepted by the officers or counsel of such 
members, without action by, or consultation with the Asso- 
ciation, the Association cannot properly take charge of, or 
assume the expense of any litigation growing out of, or 
connected with such licenses or assignments.’ 

_ ‘The question of title to lette:s patent is one of very great 
importance, but unfortunately it is one, the determination 
which is beset with great difficulty, owing to several causes, 
the chief of which is the unsatisfactory condition of the law 
on the subject. 

“The statute does not specially provide for what is com- 
monly known as a license, and though the practice of grant- 
ing licenses vnder letters patent is the most ordinary means 
employed for conveying the right to use a patented inven- 
tion, there is no statutory provision requiring that such an 
instrument shall be recorded anywhere. 

“The law provides (Section 4,898) that every patent or 
any interest therein shall be assignable in law by an in- 
strument in writing; and the patentee or his assigus, or legal 
representatives may, in like manner, grant and convey an 
exclusive right under his patent to the whole or any specified 
part of the United States. An assignment, grant or convey- 





| tems of expenditure and comparing the same with the re-| that company, mentioned that the triple-valve had been 
| port for 1880, it will be found that some of the items | made a regular bug-bear by the opponents of the system, 
| are larger and others less, but that the actual running but he considered it a-model of ingenuity and simplhcivy. 
|expenses have been about the same as for the previous! The triple-valve is nothing more than a piston and slide- 
| year. | valve moving together as one piece. It is fixed between the 
| ‘With regard to legal expenses of a general nature there | auxiliary reservoir, which is charged with compressed air, 
| has been considerable reduction, but the expenditures on | and the brake cylinder; when the piston is pushed up the 

account of special litigation show a considerable increase, | communication between the reservoir and cylinder is closed 
amounting to $4,059.54 as against $2,080.54. and the brake is ‘‘off;” when, in consequence of the pressure 

‘With the exception of $324 this expenditure has been | in the main brake-pipe keing reduced, the piston moves 
incurred on account of suits of long standing in the courts. | down, a direct — is instantly opened, through which 

‘In view. of the increase of legal business and the necessity | the air rushes from the reservoir to the cylinder, and applies 
for employing attorneys skilled in the practice of the patent | the brakein a moment. This useful triple-valve bas been 
laws, I cannot promise any material reduction for the future, | called “complicated,” but it will be seen that its action and 
and | think it proper to say that the expenditures on this | construction are most simple. The next question which 
account for 1882 may be greater than for the past year, | must naturally arise is, “If an automatic vacuum brake 
owing to the fact that some of the most important cases | were constructed with a triple-valve, would the results ob- 
pending in the United States Supreme Court will probably | tained be equal to those of the Westinghouse automatic air 
be determived during the year.” | brake?” 

In conclusion the report gives a list of 73 patents examined | Most certainly they would not. A triple-valve would 
and reported upon during the year, including a great variety | very greatly improve the action of a vacuum brake, but it 
of subjects. Inquiry and report were also made upon the | is perfectly well understood that any amount of imp-ove- 
following general subjects, not included in the list of patents: | nae tts in details can never make a bad system into a good 
Brake shoes, baggage checks, car axle-box lids, car coup-| one. nor overcome difficulties caused by the principal being 
lings, discharging water into the steam-spaces of boilers, | wrong from the commencement. 
steam reversing gear, valve-stem and piston-rod packing| In a letter which appeared in the English Mechanic, June, 
and watchman’s time-detectors. 1878, and in my pamphlet on ‘Railway Accidents,’ 
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ARRANGEMENT OF BRAKE-WHEEL, SHAFT, ETC., 


February, 1881, I dealt fully with this question, and pointed 
out that the vacuum principle had the inherent defect of 
having only the pressure of the atmosphere to work with, 


whereas the compressed air system could be applied with | 


any desired power. 
The Westinghouse automatic brake is generally worked 
with a pressure of 70 or 80 lbs. per square inch; this permits 


the{pipes, cylinders and other parts to be of small dimensions. | 


On the otker band, a perfect vacuum gives a pressure of 


15 lbs. per square inch, but practically, a partial vacuum of | 


12 Ibs. is all that can be obtained to work the brakes. 

To make the low pressure of 12 lbs. exert the necessary 
power, the areas of the cylinders must be made fully six 
times as large to perform the same work as the high pres- 
sure of 70 or 80 Ibs. There is no difficulty in constructing 
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FOR BOX CARS OF NEW 


| New York Central Standard Freisht-Car Truck. 

The engravings this week represent the standard truck, 
the arrangement of brake-wheel, shaft, etc., of the standard 
freight cars adopted by the New York Central and its con- 
necting lines ; also a full-size section showing the standard 
shape and dimensions for the chill molds in which the tread 
and flanges of the wheels are cast, and to which these rail- 
' roads will require ali wheels to be made hereafter. The 
| truck illustrated is used for all freight cars of these lines. 
| Engravings of the cattle cars and gondola or platform cars 
| will be published hereafter. 











vacuum cylinders or sacks of the required size; but the very 
important point is, that every increase of size of course in- 
creases the cubical contents of the apparatus, and conse- 
quently a greater quantity of air has to be moved to apply 
and release the brakes; hence slow action must follow. 

An automatic vacuum brake (as used on the Midland Rail- 
way, for instance,) is of such a e size to obtain the 
required power, that no less than 2, cubic inches of air 
must enter the pipes and cylinders upon each carriage in 
order to apply the brake with full power; therefore, in a 
train of 16 carriages, 41,600 cubic inches of air must pass 
into the apparatus, at the low atmospheric pressure, and it 
is stated that in practice this will occupy nearly ten seconds. 

In the Westinghouse automatic brake it is not necessary 
that the pressure in the brake-pipe should be destroyed, but 
only that it should be reduced 20 per cent. Here, again, we 
see the great advantage of the triple-valve; instead of hav- 
ing to discharge all the air from the brake-pipe, it is only 
necessary that the pressure should be reduced enough to 
cause the pistons in the triple-valves to move down, and thus 
open direct communication between the auxiliary reser- 
voirs and the brake cylinders, which instantly applies the 
brake with full force. In the Westinghouse system the 
space in the pipe and lower of triple-valve upon each 
carriage is about 330 cubic inches (and as only 20 per cent. 
reduction is required to put the brake full on), it follow 
that only 66 cubic inches of air per carriage have to be dis- 
charged, or upon a train of 16 vehicles 1, cubic inches. 

Having before us these details, it is easy to draw up the 
following summary : 

Upon a train of 16 carriages, an automatic vacuum brake 
(having no triple valves) requires 41,600 cubic inches of air 
to be moved at a low pressure, which takes about ten sec- 
onds, whereas the Westinghouse automatic brake only re- 
quires 1,056 inches of air to be ae at high pressure, 
which practically takes about 11/ seconds. 

In this short suu:mary we have, in a few words, the prin- 
ciple of the two systems clearly illustrated, and we can now 
ars an answer to the question ‘“ why the Westinghouse 

rake has always proved itself to be the best:” Instanta- 
neous action, produced by the use of high pressure, con- 
trolied by that most ingenious piece of mechanism, the 
triple valve, 


















































YORK CENTRAL RAILROAD. 


| which employés can be held to a strict accountability for 


use of property are the only remedy ‘for this evil; but the 
moment such a scheme is suggested the bugbear of expense 


|is raised, and the almost universal verdict, ‘‘ We cannot 


afford it,” is quickly reached. 

Doubtless there is a detail which does not pay; but the 
tendency is in the opposite direction, and it is a pretty safe 
rule that property which is worth having is worth looking 
after. 

There are hundreds, and probably thousands, of miles of 


| railroad in this country on which no correet account is kept 


of materials in stock, and the expenses are made up by 
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Details in Operating Accounts. 
To THE EDITOR OF THE RAILROAD GAZETTE : 

The communication signed ‘* Advancement,” in your issue 
of May 5, contains many valuable suggestions worthy the 
attention of railroad managers, and not the least so is that 
which advocates more detail in expense accounts. 

What private business of magnitude equal to that of the 
least of our railroads would be conducted with so little at- 
tention to detail ? 

What private business would allow property to such an 
extent as is customary with railroads to be lying about or 
in the hands of so many people without any adequate record 
of its existence, or check upon its use or misuse ? 

There are of course exceptions in this matter, but they 
serve only to prove the rule. 

As an instance, I would cite the custom which so largely 
prevails of charging station supplies to an account called 
** Repairs of Buildings.” 

A lamp chimney breaks or a broom wears out, and the 
articles issued to replace them are charged to this account. 
Are the buildings any better for such repairs ? 

The objection to this method is, chiefly, that the property 
is lost sight of, and is therefore subject to abuse and theft. 

How many roads keep an account with each station of the 
supplies furnished it, and hold the station master strictly 
accountable for their misuse? It is not merely station sup- 
plies, but hundreds of other articles, which, upon being 
charged to expenses, disappear from official view, and on 
far too many roads are issued without proper check as to 
their use or abuse. 


Standard Section for Chill-molds 
of Car Wheels for New York Central Railroad. 
Febr. 1882. 


charging bills directly to expense account on some one’s 
opinion as to where the articles are to be used. 

Still more, there are railroads which charge bills to ex- 
penses directly on the cash book, making no entry of bills 
until paid; consequently, if money is scarce, the unpaid 
bills appear neither as expenses nor as liabilities, and the 
balance sheet fails to represent the condition of the com- 
pany’s affairs. 

But I am digressing; my intention was to suggest the pro- 
priety of sub-dividing expense accounts more closely, and in 
the matter of car repairs to recommend the following heads, 
viz. : 

Account: “Repairs of Passenger, Baggage and Mail Cars.’ 

Sub-accounts: 1. Wheels and Axles. 

2. Painting and Varnishing. 

3. Stoves, Heaters and Lamps. 
4. Seats and Upholstering. 

5. General Repairs. 

Account: “ Repairs of Freight Cars.” 

Sub-accounts: 1. Wheels and Axles. 
2. Draw-bars, Pins and Coupling Liuks. 
8. General Repairs of Local Cars. 
4. Repairs of Foreign Cars (to cover all re- 
pairs of foreign cars). 

T believe the above heads to cover the chief items of ex- 
pense, and to be so arranged that a manager can tell what 
is being done and what it costs. 

I have tried the plan suggested by “ Advancement” at 
keeping individual accounts with passenger cars of repairs, 
and of course of mileage, but am convinced that better 
results can be obtained by treating the passenger equipment 
as a whole, than by taking special cases. 








Careful supervision of issues and detailed accounts by 


For example, on a New England road having a large local 
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passenger business, auring the past year, 205 passenger cars | 
(including baggage, mail and express cars) made an average | 


| 


mileage per car for the year of 25,832 miles and cost for 
repairs an average per car for the year of $243.25, which, 
per car per mile, is 0.9417 cent—not quite 914 mills. 

The cost of replacing four condemned cars by new ones is 
not included. The passenger car repairs were about 2)¢ per 
cent. of the total operating expenses of the road. 

Such figures, and in fact nearly all figures in regard to 
railroad expenses, are not of great value unless covering a 





difference in oils? We know the tendency of change in long- 
kept oil exposed to light anc air is the unlinking of the oil 
acid from the glycerine, leaving the oil acid free. This is 
the change which takes place when oils become raucid, and 
also in oils which become dry. It is, therefore, important to 
know what would occur if this change should take place be- 


| fore the oil has taken up much oxygen, in other words what 


an oil acid unlinked from the glycerine ether would do about 
drying. There are those who have reasoned that it is the 
glycerine ether which prevents the oil from becoming dry. 


term of years, so that depreciation and renewal can be | One and perhaps several patents have been secured for pro- 
equalized in the results, but that need not deter us from | cesses which will unlink the glycerine ether from the oil 


making a beginning. The years fly quickly by, and as they 
go should teach us by experience. 

Let us have more detail and more light in regard to ex- 
penses. SYSTEM. 








Papers on Painting.*—No. 3. 
BY CHARLES L. CONDIT. 
(Copyright, 1882, by The Railroad Gazette.} 





As it is necessary to use very frequently some of the terms 
defined in the first installment of these articles, but which 
readers may not remember, we repeat below a part of the 
** Little Dictionary” then published : 

Glycerine.—To be had of your druggist. 
oils and fats. 

Glycerine Ether.—Glycerine as it exists in oils, united with 
an cil acid. 


It is made from 
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acid. What the effect of such a process would be will be 
seet by the following tables, which give the increase of 
weight of an oil acid which had been unlinked from the 
glycerine by adding lead to the oil, and so making a lead 
| soap of the oil acid and the lead. From this oil-acid-lead 
soap the acid was washed away with ether, the ether driven 
off and the oil acid, at last, left free. 
TABLE NO. 7. 
Drying of Free Oil Acid spread ona Surface exposed to 

the Light : 

Gain in weight in 3 days nearly 8 per cent. 

ee ee ae se 
EXPERIMENT NO. 2. 
Gain in weight in 3 days about aaa cae 





Total gain after many days. ..171% “ 
Oilin drying gains in weight from 8 to 12 per cent.; but 
this free oil acid gained 17 per cent. 





from the glycerine ether is injurious to good drying, if it 
leaves the oil acid free. The natural impurities in the oil 
tend in this direction; so also do all acids used to clarify the 
oil. 

Well-kept oil becomes better with every month and even 
half-year, largely, apparently, because the oil acid becomes 
loosened from the glycerine ether. 

Fresh oil dries slowly, but there appear to be decided 
differences in oils.* 

Asto fatty oil, its very slow drying fits it for painting 
roofs, where an oil is needed which will not dry up. 

Oxy-linseed Oil Acid may be white or blood-red. It be- 
| comes red on heating it, and the sunlight makes it more or 
| less colorless, because, apparently, it takes up water from the 
| air, which becomes linked with the oil acid, and which is 
| driven off again by the heat. One hundred parts of oil, 
made red by heating, were spreadin the sun and became 
colorless, gaining in weight 6 parts : 





Lipity! 5 Parts. 
Red oxy-linseed oil acid, by weight...................eeeee0- 100 
] Water... cc cccccccne 2s ccerccccceecece cevrececerecceecvens 6 
Colorless or white oxy-linseed oil acid................. ¢ 106 


| THE NOT-DRYING OIL ACIDS. 
| 


| by their effects when in excess in the oil. 


These are given 
| 


|insome experiments by the French chemist Chevreul, who 
| was interested in the question whether not-drying oil acids 
could be made useful in painting. 











Oil Acid.—An acid which when linked with glycerine 
ether is knownas an oil. 

Oil.—An oil acid linked with glycerine ether, and from 
which glycerixe and soap can be made. 
Soap.—An oil acid linked with soda, potash, lead, zinc, 
iron or some such substance. Some soaps do not dissolve in 
water. 

Free Oil Acid.—An oil acid unlinked from glycerine ether, 
but not united with another substance. 

flying Oil Acid.—An oil acid which becomes lighter than 
air (due to action of heat or light) and flies away as would a 
gas. 

OLD OIL AND FATTY OIL. 


Some old oils dry much faster than new oils, as the follow- 


as experiment by the great French chemist Chevreul will 
show: 


TABLE NO. 6. 








Oil kept 44 
Oilkept44days daysin a Oil exposed 
inaclosedbot- bottlewith 44daysto 
When spread. tle. some air, free air. 
as coat ried in pigetees bkkae | days. te 4 days. 
8 ea eon e 6 46 
The three coats dried in. ..25 days. 23 days. 13 days. 


It is well known that other old oils seem to have lost the 
property of drying ; they become thick and “fatty” but do not 
dry. The well-known English artist Holman Hunt was once 
advised to paint with fatty oil in order to prevent cracking, 
and he says that picture is not dry yet. Where is this 





* Tbe chemical changes (in oils) now to be studied are Seeman: 
suredly kvown. Putting the chemical explanation of facis 
uttention will be fixed on certain general aspects of those which 
have relations with practice. Statements must, therefore, be 


taken as svientifc ligh:. u -) 
tainties without if ny preven questions; not as absolute 


WROUGHT-IRON CAR WHEEL, WITH STEEL TIRE. 
Manufactured by the Patent Shaft and Azle-tree Company, Limited, Wednesbury, England. 


Nevertheless, it was not dry, but sticky, ‘‘tachy,” some- 
what like pitch in character, not in color. It did nut become 
dry for many months after this gain in weight. Mulder, 
therefore, properly says that linseed oil acid unlinked from 
the glycerine ether requires as many months as linseed oil 
requires days to dry. 

There are, in fact, two ways in which oil may dry. 

Ist. It may dry directly into a hard but somewhat elastic 
oil leather. 

2d. It may dry by becoming free from glycerine ether, 
then by taking up oxygen and becoming a sticky, pitch-like 
oxy-oil acid. 

This sticky, tachy acid may finally change into not-sticky 
oil leather. 

Quick-drying Old Oil.—As we have seen, the unlinking 
of the oil acid from the glycerine ether causes it to dry 
slowly; nevertheless, good old oil dries more rapidly than 
fresh oil. 

The explanation is very simple: whatever unloosens the 
oil acid from the glycerine ether causes it to dry faster; 
whatever unlinks the oil acids from the glycerine ether and 
sets the oil acid free changes the whole method of drying, so 
| that while the oil acid takes up oxygen rapidly, it does not 

become hard, but changes into a sticky oxy-linseed oil acid. 
} Oxygen gas. 








Linseed oil acid. Glycerine ether. 
The practical inference is that whatever unlinks the oil acid 





TABLE NO. 6. 
Experiments with Oleic Acid end Linseed Oil. 








A. B. 





| 2p. m. Oleic acid. 2 parts. Pure _ lin- 
| An oak door was Linseed seed cil.. 
| given ist coat, oil. ..... 1 “Drying oil. 04-5 * 
{| partA,partB. Turpen- Turpen- 

















tine..... 1 = tine,..... 1 = 
Drying oil. 01-5 Zine white. 
Zine white. 
Jan. = Perfectly dry. Perfectly dry (2d coat) 


| 


It was evident from this and other experiments that there 
was no difficulty in drying the paint. But Cbevreul says: 
‘* The two paints present some differences to the eye; the paint 
with oleic acid being sensibly duller. But its capital defect 
is a lack of adherence to the wood: the friction of the nail is 
suflicient to remove it.” In a number of other experiments 
with paints adulterated with oleic acid, there was the same 
difficulty—the paint remained soft. In only one instance 
(white lead was used with the oil) was the paint hard and 
adherent to the wood 

These experiments illustrate the influence of the not-dry- 
ing oil acids; they keep the linseed oil softer. If we would 
have a bard oil we must harden them; if they entirely dis- 
appear the oil will become too hard. 

The effect of an adulteration of linseed oil with fish oil is 
also illustrated; the oil would remain softer, would be more 
fhfluenced by heat and cold, but would not “dry up.” On 





* It is not denied that the “ foots” in oil injure its drying qual 
itv, and may be a cause of difference between old and new oils. 
It is simply not asserted, for reasons to be given in another arti- 
cle, 
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tin roofs fi h oil is valuable in keeping the linseed oil softer 
and more flexible, especially under the heat of the sun when 
the roof expands most. The acids of fish oil tend to rust 
iron. 

The fatty oil acids of the linseed oil partly change into 
rancid acids and fly away. If the oil contain too much, it 
is probably more affecte? by cold; if it contain too little (as 
when the oil Lecomes very dry), the oil becomes more brit- 
tle. It seems reasonable trata mixture of a small part— 
one-teuth or one-eighth—of cotton-seed oil should be an 
a ivantage for galvanized iron and other smooth hot surfaces. 
So‘tness of paint must not be confounded with the elasticity ; 
nothing is less elastic than cold, solid fat, while properly 
dried linseed oil contains a true oil-rubber, which, so long 
as it lasts, gives the oil-leather some of the quatities of india 
rubber. 





Wrought-lron Car Wheels. 





The Boston & Albany Railroad some time ago ordered a 
considerable number of 33 and 42-in. wrought-iron wheels, 
of which we give an eugraving herewith. ‘these are manu- 
factured by the Patent Shaft and Axle-tree Company, Liw- 
ited, of Wednesbury, England. The spokes, hub and rim 
are a!l wrought iron, and the tires, of course, steel. The 
latter are secured by retaining rings, as shown in the en- 
graving, to hold the tire on the wheel in case it should 
break. This or some similar method is almost universally 
adopted on Europ-an roads, and is the result of long expe- 
rience with the use of steel-tired wheels. 

Oa the Boston & Albany road these wheels are used for 
passenger cars, tender and engine-truck wheels, and are 
giving great satisfaction. Their cost, delivered in Boston 
and including duties, is said to be considerably less than 
that of some other steel-tired wheels used here. Of the 
service of the tires no data can be given yet, as they have 
not been in use long enough. Judging from appearances 
only, they prowise to give very satisfactory mileage. Their 
appearance is c-rtainly very much in their favor, and there 
seems to be a very profitable field open to any one who 
understands the business to begin their manufacture here. 





THE SCRAP HEAP. 
Train-Wreckers. 

The travelers over the Madison Division of the Chicago & 
Norcthwestera Railroad may not have been aware of it, but 
for the past two weeks they have been in constant danger 
from train-wrecking, and the only wonder is that a serious 
accident did not happen. It was no fault of the train-wreck- 
ers, who seemed to have no other object than malicious mis- 
chief, that a terrible accident did not happen. Several 
times during the period mentioned have ties and rails been 
found projecting from culverts, and on two occasions 
freight traius ran into taem, but fortunately without serious 
results. Tbe scene of these operations was about Barring- 
ton, in this county, and the perpetrators, two farm-hands 
named Fred Storm and John Block, are fortunately under 
arrest, 

A week ago last Friday night ties were placed in a culvert, 
about a mile anda half north of Barrington, near tie bot- 
tom of the grade from the city, down which the trains 
came at pretty fair speed, to obtain a momentum up the 
grade to Woodstock. The ties were put evidently with the 
inteution of wrecking the night express to St. Paul, which 
passes through that section for twenty miles without a stop 
and at a big speed. Fortunately, the express with its 
thirteen coaches was late and a freight was given the track 
ahead. As the freight ran down the hill, the engineer d.s- 
covered the obstruction and stopped his train in time to pre- 
vent other damage than a shattered pilot. Signals were 
placed back to warn the passenger, and, after removing the 
obstructions, traffic was resumed. 

The following night, another culvert, about a half mile 
north of the first was found by a farmer named Joseph 
Hogan to be filled with ties, which projected upward and 
were so securely placed and wedged into the culvert that he 
had t > chop the tops off to clear the track. He had just com- 
pleted the work of clearing away tbe obstruction when the 
St. Paul train cane booming along. 

Last Monday evening a rail, 14 ft. long, was found stick- 
ing up from tbe culvert in which the original obstruction 
was placed, but Officers C. C. Healy and V. Brown, in the 
employ of the Northwestern Railroad, were on the lookout, 
discovered the rail and removed it before any damage was 
done. While the officers were engaged with it, however, the 
train-wreckers bad gone nearly a mile away and placed a 
rail across the track. This was struck by an incoming 
freight train, and again did a pilot and the tender wheels of 
the locomotive suffer. Gieater danger would have resulted 
but for the care of the engineer, who bad been warned of 
the other attempts. Another attempt was made a few nights 
ago, but was frustrated by the watchfulness of the officers. 

In the meantime the officers were busily engaged in hunt- 
ing for the guilty parties, being convinced that they lived 
in the vicinity. The people of Barrington were greatly ex- 
cited over the attempts, and aided the officers materially in 
locating the guilt on a young German named Fred Storm 
who was employed ona farm north of Barrington, and ha 
been arrested once for setting fire to a slaughter-house. A 
village youth said he saw Storm place the ties in a culvert, 
and others bad seen him along the tracks on the 
nights when the obstructions were placed. The arrest 
was made yesterday morning, but owing to the excite- 
ment in Barrington over the affair, threats of lynching be- 
ing freely uttered. the officer brought his prisoner to Central 
Station. The prisoner, who is 19 years old, admitted his 
guilt, and when asked why he placed the obstructions on the 
tracks, he said he *‘ wanted to see what kind of a tumble the 
fast train woul! make into the ditch.” He does not appear 
ey zy, but is simply filled with a fiendish spirit of mischief. 
He said theve were others in the thing, and on the strength 
on ais coafessions the otner farm hand, John Block, was ar- 
rested by Officer Brown. Storm will te taken to Wood- 
‘to:k to-lay by Officer Hoaly, and given a preliminary 
hoaving.—Cricayo Inter-Ocean, May 3. 


Tae New Pennsylvania Dining Cars. 


The Chicago Infer-Ocemm thus describes the new Gin'ng 
car; bu lt for the New York-Chicago limited express of the 
1 cuusvivania Railroad : 

**When Mr. Charles W. Adams, of the Pennsylvania 
Company, announced that his line would surprise the 
country by plocing on the track the finest dining cars yet 


LOCOMOTIVE RETURNS, JANUARY, 1882. 
Master Mechanics of all American railroads are invited to send us their monthly returns for this table. 
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Rio Gr'de & El Paso Divs.¢ | 283 “| 8434) $171 46.27) -| 1.02 24.17) 6.6 | 6.39) 9.3 | 2681! 120/565 
California Pacific Div.+..... | 178 18) 19,°49) 2.2.0) 29.26) .| 4/8 16.32) 0.46) 0.79) 74 29.49) 6.4. | 4 40 
Stockton & Copperopolis+.. | 49 —: 6.03 | 227 2.09) 673) 0.81! 0.39) 6.9 | 16.75)..... 4.40 
sacramento Div.+............ 119 Sf; 6,08) 2.2i7).. 4.77\17.74) 0.44, 047 8.77/3219)..... 44) 
Di 4 8,358) | 7.80) 99L) 0.6) 0.08 69% 25.14). .. 4.40 
2,3°3) 2 | 2.59 20.5 0.46, O.f2 ».7.| $2.26) 640) 4.49 
2,8 °4). 16.59, 0.44 O.3« 7.7.| .1..1| @4 | 44) 
Salt Lake Div.+ ............|2 2,74") 24.72, 0.83) O29) 700/386 | 641/440 
Chi. & Eastern Ill, Main Lined : 5! OAD ceevee] BA [IBD «cloves 
‘terre Haute Div.+ ) 49) 0, 5.10) '460 oles 
Cleveland & Pittsburgh*. 3.887) Lwiz) 3. 4.23 6.6 | 19.5) 1.55! 2.70 
Dela., Lacka. & Western, | | | | 
Bloomsburg Div.§ ....... .. | 80) 27] 78,592; 2,00@)......1......| 20.45)......] ..... ee ee 7 A 4.8] 760).....!00- 
Erie & Pittsburgh*............. 2.568 1.167 i2, F285) 19.4) 1.97) 1.97 
SRE SS Oe EO......., 1 GEE] =~ locnccsccnc|sons ->, Tesnccalconces|ececs-1-50custbabuabine e Vieewsbs leesscsleecses I sdgtealovtee dla nies abet Malian berths 
Olinois Central, Chicago Div.| | 3.05 6.08 5 7) 15.2" | 1 65) 3.05 
BEEMEE BOY 8 ccpocdeccneccesee i 2.74 6.3!) | 408)/1426 165 3.05 
North Di ° ie 3.82) 6.89) | 51) 16.54) 1.65) 3.05 
Springfield Div.} 2.63 5.08 | B4:/13.51! 1.40, 4°0 
Iowa Div. casas 3.26 10.53) | 5.85 | 19.0") 24b/ 5.00 
Jeff., Madison & I ap.*... 4.78 8.70) | £96) 22.07, 27 | 245 
Kan. City, St. Jo. & Coun. Bi ¢ 3.70, 6.70) 6.0: | 16.70, 2.20) 8.59 
Lake Shore & Mich. Southern | } | | | | 
32. a ee ee ae Re 3.85, 811) 0.23)....../ 6.0¢/1827/ 2,60] 6.60 
3i. 127.32)... ; 4.51) 7.45| O29) ..... | Ame) 18.11) 227) 6.43 
pre 25.97/83 97| 17.04)... 3.81) 1.55) O49)... | 626! 1.06 2.67 4 08 
+ + | 82. 8x| 19.10... j 349 968 0.33)..  .| 585) 19.37) 3.1) 4.63 
Little R’k, Miss. Riv. & Texas. 996) ......|57.00) 9.00 } . «.| £03) 898) 0.78) 1.89) 7.15) 17.5 |.... «| Bes 
Lo uisv'e & Nash., First Div.* OW, 26.02). ....| 11.87) 5.25) 16.81) 2 960, 1.480) 2.6 7.65 0.48! 14i| 6.4 | 18.51, 1.96) 2 16 
Second Div.,* ... oe 24) 3.31 16.92 4.35 | 15.27) 2.760 12.0) 2.71) 6.51) 034) 1.94) 6.4 117.40) 17 | 2.00 
Memphis Div.*......... ial) 19 12.49 4.74) 4. 4/38.110/ 22 | 3.96 7.42) 0.43) 1.56) 6." | 1967) 286 2 0 
Nash. & Decatur Di ¥ 83 | -8. 8 14.57) 4(8) 18.7;|3.50),1430) 4.5 652) 0.35 134 66 | O19 1.8 | 2.20 
South & North Ala**.... 343) .4.5. j14.4 4, 3) 15.13) 3.950 1.500) 649 7.9 0.34) 1.07! 607 /21.24) 1.74) 2.50 
Mobile & Montgomery 43.) 3.39)0.0...) 25.28 5.7 | LS. 8) 4.170! 1.889) 5.51) 78z) 0.4") 1.01) 690) 2.74) 2.6.) 1.50 
St. Louis Div.*....... <...... 620) 39.21) ...,..) 13.5)) 2.94) 128 13939 1.43) 445 451) O.BY) 145) £8 | 66 16 | Lov 
Ev., Hen. & Nash. Div.**.... 2,33) 23.2.)......, 11-64 2.90) 13.05) 5.260) 1.610) 458 6.9: 0.32) L@4 6.4 | 18.58) 1.25) 1.75 
New Orleans Div.**..... .... | 1 r 2,940, 40.00 14,07 4.4 | 20,08) 3.94) 0,866 413, 6.39) 0.34) 0.87| 63°| 18.18 326) Luo 
Pensacol» & Selma Divs.* . | | ¥ 945) 47.00 | (2)... RMB. 0600 2.12) 1.62 5.3:| 0.51! 0.69) 6.5:|14.9 | 2.59) 1.79 
Louisv., Cin. & Lexington™ | 225; 4°:| 116,45, 2,912) 2.0% .| 18329 4.8: | 18.76) 3.810 1.892) 5.27 8.65) C49) 181) 6.65) 22.37) 2.65) 
Marquette Hough. & Ont.....; 83) 13) 145.2) 1,506) 1.11 | 18.09 21.58) | 2.85) 1865) 0.50)...... | $69) 22.49)...../ 
N. Y., Pa. & O., Eastern Div.. |22.| ... } . cee | 
Lk ee 197). 
Mahoning Div.... 141). ° 
Norfolk & an View++. 8 1,400 TH 175 oe 
No. Cent., El. & Can. Divs.... | 147! 112,339, 2,39), 2t 1.8 | 1 
Ohio Central. _............ : 137,28 3,€18 31. 4. vee! t wees 
Pennsylvania, N. Y. Div.t¢.... | 12) 427,892 ¥,38 | 2.. v 8 00) 3 68 
Amboy Div 3d .......cssccees 214 116.432 2,89 42. oon an 8.4 368 
Belvidere Div.t+......-.- -| 80) 41, 78,2-¥) 1,909 26. Son 3.00) 5.68 
Philadelphia Div .4+ 208 520,965 3,196 23 vB 12 272 
Middle Div.#... 132) 105) 356,824, 3,404 20.2 +e 4.0) 6.29 1.20 2.72 
Altoona Div.¢¢.... 56| 24) 54x42 2,28. 3Y.76 ... 69 BO 1.20 2.72 
Rates = Div.+3. 172/201; 570,643, 2,839 22.39) -| 590 5.49 1.2 2.72 
Tyrone Div.+..... rm | 40) 100,808) = 2,520 17.24! -.| 2.00) 7.09 1.2¢ 2.78 
West Penn. Div.++.. 104) ¥2) 48,444) 2,111, 34.55 | 2.92) 8.40 1.20 2.73 
Lewistown Div.t ........ 10, 20,089) = 2,008 21.27) | 6.40) ».7) 1.2 2.75 
Bedford Div.t¢............00- 57] 5| 1 2°700) 28.05 | 10.21) 439) 1.20) 2.89 
Frederick Div.tt........ .. .. 109} 10 314, 28 10.70) 4.30) 1.20) 2.78 
Monongahela Div $$... .... | 54) 15 4.0) 2.90) | 1.2 | 2.76 
Phila., Wil & Baltimore, | 
Maryland Div.# .... 93\ 67 4. 699 2.89) 2,96 
Central Div ¢.. “| 2 2.90 7.60 2.40! 2.08 
Delaware Div.+ Ib | 8.50 7.00 2.80) 2.06 
Pitts., Ft. Wayne & Chicago. | 
Eastern Div.*....... ° 4°83) 164 2.84 5.67 1.87 1.87 
Western Div.*...............+ BBP}... J coccevees jeecceese eooee ae s000 @ svccleececelsceceelcoceccleccecs| soserslsesseslenss elesseseloreres joosee levees 
Pitts., Cin. & St. Louis, | | | } | | 
Little Miami Div.*........... 197) 38) 152,901) 4,901) 38.41).......1393 4.42) 15.83 2.493 1.18)| 4,34 5.55) 0.58) 3.04) 5.72) 19.23) 2.10 1.45 
P.. C., & St. L. Div.*.......... 247/103! 340,812! | 3,309) 26.23)......| 19.38 6.11) 16,45) 2.120 1.110) 6:35 3.79) 0.50) 2.53) 5,73) 18.9 0.95) 2.90 
Wabash, St. L. & Pacific, } | | | 
Chicago & Iowa Div.. ... |686)102) $13,645 3,075) 2645). ....| 15.96 ...... jovcece |eeeeee soovee| 6.02) 443) 0.43)...... 6.94, 17.72, 1.50) 2.59 
West Jerseys$............... oa j163 19| 47,156 2,493) 32.30)......] 10.57 sosbeolvanign leissackaanions | 6.40, 10.60) 0.70)...... ...++ 17.7 | 8.40 4,21 
ome 
YEAR 1881. 
! ! | { | ) | | | 
Allegheny Valley. River Div+| 189| 49) 1,999.280| 40,620' 32.67|......| 20,98{ 3,90| 21.70! 4.833 0,931 6,68) 4.29| 0.54 17.93]... .|..2.. 
Low Grade Div.*............ 20) 24) 527/269) 21,970 28.50.22...) 16.65| 2.90) 21.20 3.345 1.108) 4.70 4.20| 0.70) 16.20)... . Jeveve 
Atchison, Topeka & S. F.... ./170'| 251, 7,349,331} 20,280 25.71) ......| LILUZ)......)... ccc leceeee eeeeee | 444 10.11) 0.60 22.91 2.53) 4.0 ( 
airo &'St. Louistt........... 152} 22 545,449 | 24,439 ...... lidcaalieweee | 1. ..| 6.38 822) 0.38 }18:71).....].. 
Chi., Mil, & St. Paul.......... 3830) 527 14,966,53 -| 23,390 ... “ ‘| 4.30 11.99) 1.30 | 25.40). 
Clev., Col., Cin. & Indianap..| 472|150 4,684,297 31,220. 3. oo... ol lswveghfoceson! © Raleses EAMMRRISIEEIaE> ra ‘ 17.46). 
Kan. City, Ft. Scott & Gulf..| 365)... 1,187,639)... ... 45.70) . SOON... nchicoaal> -| 3.57! 3.22) 0.40).. 15.76 
Michigan Central............. 950) 254 8,992,706 35,494 29.223. 9.14! 5,12) 21.77 . oscamdt “See 8.96] 0.87)... 19°76) 











* Five empty cars rated as three loaded ones. | ™ Switchin apes allowed 6 miles per hour; five empty cars 
+Switching engines allowed 6 miles per hour; helping engines, | rated as three foaa ones. 
| bad 


actual distance run, Narrow gau, > 
+ Switching engines allowed 6 miles per hour. +¢ Engineers’, dremen's and wipers’ wages not included in cost. 
§ Fuel not estimated. The ton of coal is 2,000 Ibs., unless otherwise noted; 25 bushels 
| Two empty cars rated as one Joaded one. | counted to the ton. 
‘ Three empty cars rated as two loaded ones. | Repairs generally include all shop expenses. 








placed at the disposal of a company of invited railroad, ho- | and woven in unobtrusive pattern. The curtains thatrun upon 
teland newspaper men the new%cai‘ ‘Pennsylvania.” This | silver rods above the windows are of carmine and golden- 
car deserves the credit of being the most beautiful, com- | olive velvet plush, relieved by rich salmon colored cloth, 
fortable and well-arranged of all the many dining cars that | stiff in patterns of gold bullion, veritable cloth of gold. The 
are attached to trains entering or leaving this city at pres- | seats and backs, which are generous and comforting, are 
ent. The car is 61 ft. 6 in. long, 10 ft, wide, 7 ft. 8 in. | upholstered in deep carmine and velvet plush. The seats 
high and 9 ft. 31¢ in. high in the centre. There are eight | fold up, as in a theatre, permitting easy ingress and egress, 
tables 3 ft. 4 in. long and 3ft. 7in. wide. The dining-| and show on the under side luminous panelings of 
room proper is 24 ft. long and 8 ft. 9 in. wide. The venti- mahogany. 
lators at the top of the car are separated to a greater extent| ‘‘These cars were designed by Mr. Theodore N. Ely. 
than is usual, thus making the ceiling much wider and the | Attached to each dining car is another, patterned upon a 
car much lighter and cheerful looking. new model, They contain each a sofa, four large arm- 
“ Above the handsome mahogany the clear-story win- | Chairs, and four fancy rattan chairs, and some camp-stools 
dows are off stained glass. The elear-story is of curl-ash, | permit onlookers to watch the card games played between 
polished like the surface of a mirror. Four large double | the permanent seats and on the permanent tables. The car 
silver chandeliers scatter abundant light through the room, | being divided for baggage, the partition forms one wall o 3 
reenforced on each side of the car with four tasteful silver this smokers’ paradise. Against it are two more most note 
sconces that in three branches hold blush-red wax candles, | Worthy improvements, a_ — — w filled 
Another feature that attracts attention is the exquisite | n°cessaries for letter writing, and a library book -case 
silver adorned sideboard of carved mahogany, plate glass | with popular books of fiction. 
and dark velvet plush. Opposite this buffet sideboard is a| Hard to Kill. 
wine closet, while in the rear of the dining-room is the wine As the passenger train from Willimantic to New London 
closet proper, containing a receptacle for ice, over which | neared the trestle bridge at Norwich Falls the other even- 
are wine racks for 125 bottles. Next to this is a ar i with a bag on his back 
ing, the engineer discovered a man wi g£ 
cupboard, and opposite @ Baker steam heater, and then a | hurriedly crossing. The Norwich Bulletin says: “ Believ- 
large linen closet. ling it to be im ble for the man to escape injury, the 
‘There are four of these dining cars, which are painted | engineer whistled down brakes and did all he could to give 
on the outside a rich, warm brown, bordered with a broad the fellow a living chance, but it was of no use, for just as 
striking pattern in gold, carmine, black, and green Ighly | bis train reached the bridge the locomotive was enveloped 
varnished, inscribed on the side in rich go’d letters, ‘ Penn- | in dust and he was satisfied that a coroner’s jury and a dead 
sylvania’ at the top, and ‘ Dining Car’ in the cer‘re of the | negro were the next things in order. The train was 
body, which runs upon two six (paper) wheel trucks. The | as soon as possible, the word ran through the train that a 
ornamenta ion is appropriate to a railroad cer; the har- | man had een killed, and the excited ngers were on 
moni us colors are massed with effect and detailed with | the alert to see the remaios when the train backed up. One 
care, and the design is geod. Throughout everything is in | can imagine their surprise when they found a fat and jolly 
taste. The wood of the car is everywhere mahogany save | negro heartily laughing beside the track, with at least forty 
overhead and quinks carved. Where it is possible | unds of mea] ey spread over him. When asked 
the partitions are inlaid with bandsome, heavy plate |if he was hurt he replied: ‘Golly, you bet der is a coon 





see. in America, he evidently knew what be was talking 
about. Tuis he demonstrated Saturday afternoon, when he 


lass, made more glittering by beveled edges. The rich | under dis meal, and he is whole.” The train purued its 
yilton carpet upon the floor is subdued yet strong in color, way,” 
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EDITORIAL ANNOUNCEMENTS. 


Passes.—All persons connected with this paper are forbid- 
den to ask for under any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office. 





Addresses.— Business letters should be addressed and drafts 
made payable to THE RarLRoAD GAZETTE. Communica- 
tions for the attention of the Editors should be addressed 
EprToR RAILROAD GAZETTE. 





Contributions.—Subscribers and others will materially 
assist us in making our news accurate and Pee garth if they 
will send us early information of events whic: 
under their observation, such as changes in rail pr 
cers, organizations and changes of companies, the letting, 
progress and completion of contracts for new works or 
tmporianit improvements of old ones, experiments in the 
sonstruction of roads and machinery and in their man- 
agement, particulars as to the business of railroads, and 
suggestions as to its improvement. Discussions of subjects 
pertaining to ALL DEPARTMENTS of railroad business by 
men practically acquainted with them are especially = 
sired. Officers will oblige us by forwarding aay, 
of notices = meetings, elections, appointments, an 

y annual reports, some notice of ali of which will 
be published 

Advertisements.—-We wish it distinctly understood that 

we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
UMNS We give in our editorial columns OUR OWN ae 
tons, and those only, and in our news columns present 
such matter as we consider i nteresting and im eer to 
our readers. gg who ‘oleh to recommend their inven- 
tions, , financial schemes, etc., to our 
readers can do 80 » wate in our advertising columns, but it 
is useless to ask us to recommend them editorially, either 
for money or in consideration of advertising patronage. 











THE CHICAGO, MILWAUKEE & ST. PAUL. 





The Chicago, Milwaukee & St. Paul Company has 
now a larger mileage owned by one company than 
any other corporation in the world. The only owners 
of a greater railroad mileage are the Prussian govern- 
ment and the Italian government. There are in this 
country, however, larger owners of railroad property, 
for the Chicago, Milwaukee & St. Paul’s system is one 
of the cheapest in the world, and has a larger propor- 
tion of new road, which, like all new road in new 
country will require large expenditures to complete 
and equip it as traffic grows, than any other great rail- 
roadcompany. In 1873 it had 1,399 miles of road, and 
at the close of 1878 only 140 miles had been added. In 
the three years following the additious have been 692, 
1,544 and 442 miles respectively, bringing up the totaj 
to 4,217 miles, which is three times as much as in 1877 

Not all of these additions were constructed after 
1877, it is true. Several hundred miles in Illinois, 
Wisconsin, Minnesota, Dakota and Iowa were bought 
in 1879 and 1880, most of which were roads which 
were built shortly before 1873, had been in receivers’ 
hands, and were sold for less than their original 
nominal cost, like the Chicago & Pacific, the River 
roads, the Davenport & Northwestern, etc. But a very 
large amount of new road has been built by the com- 
pany, mostly in Iowa, Minnesota and Dakota, and 
most of this new road is in new country, very thinly 
peopled when the lines were built, and depending for 
profits on the rapid settlement of that country. 

The construction of such lines may be very profitable 
to a company like the Milwaukee & St. Paul, if made in 
the right places and at the right times, as, if too many 
rival lines are not built, they are sure at some time to 
have a large traffic of their own, and a very large part 
of this traffic will be hauled four or five hundred miles 
or more over old lines. Moreover, by the construction 
of such lines much is done to secure a territory in 
which, in later years, profitable branches may be con- 
structed. Others cannot be prevented from invading 
this territory, it is true; but as, usually, the company 
already there can gain more by new lines than any 
other company, it is likely to have most of the railroads 
built thereafter in the country adjacent to its pioneer 
lines. These are matters of great importance to every 
company whose lines reach the borders of unsettled 
country, and they create a great temptation to “ go in 
and occupy the land.” For $20,000 a mile or less, per- 
haps, roads may be built sufficient for present 
requirements and capable of development, by 
gradual improvement as traffic grows, into first- 
class roads, likely at some time perhaps to earn 
$10,000 and even $20,000 a mile gross per year. To 
incur a yearly interest charge of $1,200 per mile a 

year to secure such lines is the height of wisdom, if 
the traffic will grow fast enough. Should the new lines 
by themselves and by their contributions of traffic to 


the old lines pay the interest on their cost within two 
or three years, they may be magnificent investments ; 
though even then there may be trouble in providing 
the interest on their cost for these two or three years, 
if too many of them are built. If the country grows 
rapidly for several years, what cost originally $20,000 
a mile, and required a few thousands more for addi- 
tional equipments and improvements, may yield a 
profit of $2,000, $3,000 or $4,000 a mile, and will pay, 
perhaps, 10, 15 or 20 per cent. on its cost by its contri- 
butions to the traffic of the old lines and its own net 
earnings. 

The Chicago, Milwaukee & St. Paul more than ‘any 
other company seems to have had faith in the rapid 
growth of the Northwest—of that part of it south of 
the Northern Pacific and north of Nebraska, where 
its new lines are. Of 724 miles of road built in Da- 
kota in 1880, it constructed 228 miles and bought some 
besides; of 390 miles built there last year, it con- 
structed 158 miles, and it has now more than 600 
miles of road in that territory, in ten different lines 
and branches, 500 built within the last three years, 
besides nearly 300 miles in thinly-peopled parts of 
Minnesota and Dakota. Its other large additions 
have been in a comparatively old country, and were 
mostly bought and not built by this company, most of 
them having been worked for several years—three of 
the longer lines as much as ten years. 

The vast additions to the company’s property have 
been made at a very low average cost per mile. At 
the end of 1878, when it owned 1,512 miles of road, 
and at the end of 1881, when it owned 4,217 miles, the 
stock and bonds outstanding were: 


1881. 1878. Increase. 








Miles. 4,217 1,512 2,705 
Common stock... ..... 20,404,261 $15,404,261 $5,000,000 
Preferred stock........ 14,401,483 12,279,483 2,122,000 

$34, a 744 $27,683,744 $7,122,000 

PO MMOs iises. cise 8 253 | ree 

SM ctiais, (eva aewida cana 80,168,745 32,088, 500 48,080,245 
Pe MD sikcocess ac0 19,011 2 eae 

Total stock and bonds. . . $1 14, 974, 489 $59,772,244 $55,202,245 

PTI ccincescvcssss 27,264 DAM  sveciecccves 


Thus the addition of 2,705 miles of road was made 
with an addition of capital amounting to but $2,633 of 
stock and $17,778 of bonds per mile; and the new 
bonds being 6’s and 5’s, the fixed charge per mile of 
the additions is less than $1,000. If they earn so much 
net, directly and by their contributions to the traffic 
of the old system, they will not be a burden to the 
company. This is a small amount, but it is not likely 
that some of the new lines on the border will do so 
well at first ; though the present great influx of immi- 
gration tends to hasten the time when the poorest of 
them will become self-supporting. 

The only capital raised by new stock for this 
great addition of mileage was by the issue of 
$5,000,000 of common stock at par to the stockholders 
last year. The additions to preferred stock were by 
the convertion of bonds issued with that right, and 
meanwhile the total capital has nearly doubled. With 
the exception of this $5,000,000, the roads built and 
purchased have been paid for with bonds. Yet the cost 
of the additions have been so much less than that of 
the old lines that even the debt per mile has decreased, 
while the stock per mile has become comparatively 
trifling. 

Four years agoit required an average profit of a 
little more than $2,500 per mile to pay the fixed 
charges and 6 per cent. on the stock; to pay interest 
on the debt outstanding at the beginning of this year 
and 6 per cent. dividends requires a profit of but $1,700 
per mile of road, and for every $83 of additional profit 
per mile an addition of 1 per cent. to the dividend be- 
comes possible. 

This latter statement shows of itself the enormous 
profit which the stockholders may reapif the com- 
pany’s new acquisitions develop traffic rapidly. The 
policy of paying the whole cost of these roads with 
bonds leaves to the stock, which represents the capital 
of but.1,640 of the 4,217 miles of road, the profits of the 
entire system in excess of $1,200 per mile. Should they 
be: $2,400, which is but 6 per cent. on $40,000 per mile of 
road, the stock would earn more than 14 per cent. On 
the other hand, this policy makes the stock suffer the 
losses of this immense system, and a comparatively 
small decrease in profits will be equivalent to the whole 
amount paid in dividends in any year heretofore. Last 
year the net earnings were $1,751 per mile on the 
average length operated. 

All these calculations are on the assumption that the 
stocks and bonds outstanding at the end of last year 
represent the whole cost of 4,217 miles then com- 
pleted. Probably a partof the floating debt also 
should be charged to capital, and as the company is 
still constructing road, additions are made from time 
to time to meet the cost. 

Moreover, these cheap roads will require consider- 
able expenditures for improvements and additions 





from year to year, and part of the addition to the 
profits, which the growing traffic will yield, will be re- 
quired for interest on capital to be raised hereafter. 
With favoring circumstances, however, a very large 
increase in the possible dividends may be had, more 
than almost any other road, simply because the 
amount of stock per mile is so very small. 





OPERATING EXPENSES. 





The increased cost of working railroads, which the 
accounts of the various companies show, is no doubt 
the cause of great solicitude to managers as well as 
stockholders at the present time. That it is due to 
the general increase in the cost of materials and labor 
does not help matters, because, unfortunately, rates 
of freight and fares do not follow the market or the 
prices of other commodities. How to keep expenses 
down when the cost of materials and wages go up is 
the perplexing question which managers must ponder 
over. Itis also true thatthe cost of railroad transporta- 
tion has been steadily going down during the last thirty 
or forty years, but it does not diminish the perplexity 
of a manager to be told that this downward tendency 
seems likely to continue in succeeding years. The 
thing which he is called upon to do is to reduce ex- 
penses at once, so as to make a better showing in the 
next quarterly, semi-annual or yearly report. Todo 
this there isnotime for searching analysis, even if the 
necessary data were at hand, which usually is not the 
case. The squeezing process is then the only one which 
can be adopted, that is, notice must be given that 
fewer men are to be employed, and less money expended 
by the various departments, and that those in charge 
must get along the best way they can with the dimin- 
ished expenditure. It is a process which is, or has 
been, quite familiar to most of us in our private 
affairs, and which nearly all families in limited cir- 
cumstances are compelled to resort to. Still, the 
maintenance of a great railroad isa much more com- 
plicated affair than that of an individual or household. 
The subtle processes by which an individual, or the 
elaborate discussions by which the various branches of 
a family determine how to secure the greatest amount 
of comfort from a given sum of money, are in a great 
measure inapplicable to a railroad. Personal observa- 
tion or knowledge of all the details of the latter it is 
impossible for any manager to make or have. He 
must, therefore, depend largely upon statistics to indi- 
cate to him the condition of things and show him 
where the money goes to. The nature of his knowledge 
will be dependent largely upon the character of these 
statistics, and his ability to analyze them. Or perhaps 
it would be nearer the truth to say that the kind of 
statistics which he will want will be dependent 
upon his capacity for analyzing the nature of the ex- 
penses, and his knowledge of the details and principles 
which determine them. 

As the subject may be made plainer to readers if it 
is illustrated by an actual example, the statement of 
expenses, and their division, which is given in the last 
annual report of the Lake Shore & Michigan Southern 
Railroad, is reprinted from that document, and is as 
follows: 


Operating Expenses and Taxes of the Lake Shore and Michigan 
Southern Railway. 


Per Per 
cent cent. 
of total of 
ex- earn- 


Expenses.  penses. ings. 
Salaries, geu’l officers and clerks.. $2 8, 9: 26.70 2.65 1.65 
REG i ccscccscon 5 crnvece \ 2 


Stationery and printing.... ....... 69. 400.01 61 
Outside agencies and advertising. . 250,266.35 2.22 1.39 
OE IEEE OP 35,261.81 31 20 


Repairs of bridges (including cul- 
verts and cattle guards). .. ° 
Repairs buildings and fixtures. . 
Repairs fences, road eresmings and 
I EE 
TTR caviar iveccsane, Weeds 
Tie renewals............ 
Repairs roadway and track....... 
Repairs locomotives............... 


139,607.65 1.24 7 
313,470.76 2.78 1.74 


63,604.90 -56 3 
414,264.44 3.67 2.31 
288,258.72 2.56 1.60 
963,303.12 8.54 5.36 
698,705.33 6.20 3.89 


Fuel for locomotives............... 1,225,607.87 10.87 6.82 
WCEP SUPPNF. 00.0000 ccccccccvcvces 68,078.49 -60 -38 
ONT ORE WORE occ ccc bccccesccsce ase 122,880.48 1.09 -68 
Locomotive service................ 981,024.46 8.7 5.46 


Repairs passenger cars............ 


220,363.85 1.95 1.23 
Passenger train service.... ....... 


179,990.48 1.60 1.00 


Passenger train supplies..... ..... 23,774.43 2 -13 
Repairs freight cars................ 677,468.29 6.0 3.77 
Freight train service............... 580,876.16 5.15 3.23 
Freight train supplies ... ......... 15,665.70 .14 .09 
Telegraph expenses (maintaining 

vedas ches, ee 243,837.83 2.16 1.36 
Damage _— loss to freight and 

IR cadkics ficcpiee aneeaaeive 49,721.00 .44 -28 
Daniage .“ property, neers 

GOs dion.c0n csccrvsvecdeeses 38,961.60 .34 22 
Personal injuries.............e.es. 20,573.75 -18 12 
Agents and station service......... 2,099,691.68 18.62 11.67 
SION CUIIIID 655 Secctgeccessecs 80,020.33 va .48 


POOMOMORRNIG, 05:5 cvccscccsesvccces 


106,597 13 95 2.72 
Hire of cars (debt balance) ....... 


489,179.09 4.34 -59 





Total operating expenses........ $10, 805,863. 54 95.81 60.13 
MD nes i Abe sha each neon pew eekeninn 472,565.65 4.19 2.62 








Total Fs sopersans expenses and 
ROI. Sissc's0cdhns.cbbhcneeretensen $11,278,429.19 100.00 62.76 


elt will be seen from this table that the expenses are 
divided under thirty different heads. These may be 
arranged in four classes, the first including the cost of 








“‘service,” that isthe wages of employés engaged in 
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carrying on the business of transportation, the second 
maintenance of road, the third maintenance of rolling 
stock, and the fourth general expenses, as follows: 



















1, Service. 
P.c. of 
total. 
Salaries agents, officers and clerks............ ......-ssseees 2.65 
LOOOURSTTO GOTTING: 060 cccccccccvicddsels svcusécnecedsvescens 8 70 
PARse OES BAP TIOG «ois ccs. acre bincess 139606 0640s0unej ee 1.60 
Proeight train GOrvice 2... 2... cose coccccccnccccsncesece cece 5.15 
Agente and atation SCTVICE...5 6.5. cisccccsiencearcescessecss 18.62 
36.72 
2. Maintenance of Road. 
Ropaire UWrsGere, C6. .....50. covveaaccne s5ic0ces. sacnsas econ so 1.24 
buildings and fixtures... ......cccccccccccccscccccccs 2.78 
GOMOOE, O86... vcccccocconecnovees 0.56 
(a a ck Re eae ey ye . 3.67 
TRO RII. 59 .5005s mcsenene mee ne ee 
Repairs roadway and track......e..ssecerecccecccccceereecee 8.54 
19.35 
3. Muintenance and Movement of Rolling Stock except 
Train Wages. 

Repairs locomotives... .......ccceee cescecscsee ecccececevoce 6.20 
Fuel for GP. AcnhoccppbanhgaadiedsSeeandecsensaeeeanek 10 87 

Water 6 PDIY ......ccccccnccces " Qcecccccoverseresorscose snes 0.6 
OR AG WO ik5 0:05:05, o wiccHbiaetines th iseeses cee eoess .«- 1.09 
Repairs passenger Cars......0.-seseccereccceee — cecse ceveee 1.95 
TPOIGIE OBES «02.0500 cceccesoe: cocvccnscecvonsesses eee 6.01 
26.72 

4. Other Expenses. 

LAW CXPONSES...... 2.2... cccccccvcseserorscccees covces i Ot 
Stationery and printin®... ...... c.ccccccesceescee.cceeeeees 0.61 
Outside agencies and advertising............ ..+.- vibdinea sae ae 
COMMIMMORONEE sons aes 000000 cceadpice sncsiacvesceseeecoecession’s 0.31 
Passenger train — » ace Sones sHaee eh heres Odes Sear OaRE 0.21 
Freight train supplies............266 ceeeecee-scceecescceevoes 0.14 
Damage and loss to freight, etc........ ...00.  ceceeeeeceeeee 0.44 
Damage to property, C0C..... -.seeeeee cece rene eee seen eeeees C.34 
Personal injuries............. sabehiedemedoniennd. 5 saccenniae 0.18 
SESUOM GUBPMOB... 202s sccceccceveaswecsesoess . 0.71 
Telezraph expenses (a little for maintenance). -. 2.16 
Rents payable.... .........0.scseres soccccconcs -» 0.95 
Hire of care (debit DAIANCS) 2... ...6cccccccre ‘coccccccscccccecs 4.34 
WO. ce cual bloas 0:44. 49h 508Gb eae aR ee ket RWOAS es eeeebads <piee 4.19 


It will be noticed from these statements that the 
class of expense which costs the most is that of 
‘“‘ service,” or wages to persons engaged in carrying on 
the business of transportation, not including those 
employed in repairs. This class is 36.72 per cent. of 
the whole. Next to it is what we have called the 
maintenance and movement of rolling stock, which is 
26.72 per cent., then maintenance of road 19.35 per 
cent., leaving as the “ other” expenses 17.21 per cent. 

If we look at the first and most formidable class of 
expenses, with a thought of interrogation as to how 
they may be diminished, of course the first answer 
which suggests itself is to reduce the rates of wages. 
This may be done at times, whereas at others it can. 
not. The present seems to be one of the occasions 
when this method is not available. How long this 
will be the case the future only can answer. Another 
method though may be resorted to, that is, to devise 
and employ such means as will enable a given number 
of men to do more work. The first plan has the very 
great advantage that it requires no intelligence, skill 
or knowledge to adopt. The stupidest director, the 
dullest president or most obtuse superintendent will 
know enough to ‘‘cut down wages.” The other plan 
though requires a great deal of special knowledge and 
skill, and without these is very apt to result in failure. 
The one is usually easy and safe, whereas the other is 
difficult and is attended with a risk of failure propor- 
tionate to the ignorance or lack of knowledge of those 
who undertake to adopt it. Still, as has been re- 
marked, the safe and easy method is not available just 
at present, and therefore we will take the different 
kinds of service included under the first class of ex- 
penses, and see where, if at all, any reduct‘on may be 
looked for. 

The first, ‘‘ salaries of ofticers and clerks,” 1t will be 
seen, is, at least on the Lake Shore road, a very small 
percentage, 2.65, of the whole operating expenses. The 
cost of it, too, is very apt to be much over-estimated, 
especially the cost of mere clerical work. One reason 
for: this is, that those employed in doing the latter 
come under the observation of officers and directors 
much more than any other source of expense does. 
Their svork, too, does not apparently produce anything 
which has actual value, and, consequently, when some 
old gunny-bags, whose fortune it may be had its begin- 
ning in the economies which he effected by saving 
odds and ends in the grocery business, sees what ap- 
pear to him useless clerks doing work which he cannot 
understand, he applies the principles of the grocery 
trade to the management of a railroad and wastes a 
hundred-fold more money through channels that he 
does not see or comprehend, in order to effect a petty 
saving in clerk hire. Of the uses of clerical work more 
will be said hereafter. 

But to show that very little can be effected in this 
way of reducing expenses by saving in clerk hire, it 
may be said that the employment at fifty dollars per 
month of one hundred clerks more or less, or half that 
number at double the pay, on the Lake Shore road 
would represent an expense equal to only a trifle over 
one-half of one per cent. of the total expenses, An 
increase of 8} per cent. in the average train-loads 
would save more than that in the cost of the service 
of the trainmen, and a reduction of 5 per cent. of the 





fuel expenses would represent an equalsum. There is 
many a director, and a good many managers, who 
will be wrought up into a state of wrath at the pres- 
ence of a few clerks who appear to be unnecessary, 
while yet these officers cannot be induced to give a 
thought to the construction of the wheels or the shape 
or material of the rails, while thousands of the former 
are constantly grinding away the latter, and are being 
ground at a cost of somewhere in the neighborhood of 
a million anda half of dollars per year on the road 
which we have selected as our example, while at the 
same time it is possible to diminish the wear of both 
very largely, by simply designing the one for the 
other, instead of making the one without reference to 
the other, as has heretofore been the practice. 

The direction in which to seek a reduction in the 
cost of locomotive and freight train service is, as has 
been indicated, in an increase of the average train 
loads. This, of course, can only be accomplished by 
having more powerful locomotives and stronger cars. 
It is true, of course, that there is a limit to the length 
of a train and of the number of ears which can be 
handled to advantage, but when that Jimit is reached 
with cars of the usual construction,the train load may 
still be increased by making cars of greater capacity. 
That the limit of the latter has yet been reached is 
hardly probable. It then comes down to a question of 
mechanical design, and the loads which will be hauled 
will depend upon the construction of the locomotives 
and cars. That there are difficulties in the way of in- 
creasing their capacity everyone who has any practi- 
cal knowledge of the subject knows too well. If we 
were at liberty to widen the gauge of our roads, with 
the loads to be hauled, there would not be much 
trouble. As it is, we have made the boilers of the lo- 
comotives as large as is possible on the present gauge, 
and the cars are as wide as it is thought safe to make 
them. Some new departure, some stroke of genius 
which will make more powerful locomotives possible, 
seems to be impending. Be that as it may it is never- 
theless true that there are comparatively few roads on 
which the limit of train loads has yet been reached. If 
an increase is still possible we have the three items of 
locomotive, freight and passenger train service, on 
which a reduction can be made. These amount to 
15.45 per cent. of the total expenses. It is, of course, 
obvious that to increase the. average train loads has 
the effect of diminishing these items in the same _pro- 
portion. 

Circumstances alone can determine whether the 
cost of ‘‘ agents and station service,” which is a very 
large item of expense, is capable of reduction. Where 
business is concentrated, it seems possible to make 
very great improvements in our appliances for 
handling freight. The illustrations which have re- 
cently been published in these pages of an English 
goods station show what is done in the older countries. 
That we are very much behind them in the use of such 
appliances is only too evident to any one who has the 
opportunity of examining these appliances abroad. 
That these methods could betransplanted, justas they 
are, and serve our purpose is not at all probable. A 
process of adaptation must be the preliminary stage, 
and no doubt they will be much modified before they 
are exactly suited to our wants. But here it is the 
mechanical engineer again who must be looked to for 
the means of reducing these expenses. To do this he must 
have a thorough knowledge of the principles and the de- 
tails of construction of such machinery. The cherished 
‘* practical man” will not do for the work, although, 
of course, the right man for it would be of all things 
practical. But it would be in a different way from 
that in which the word is usually understood. Gener- 
ally what is considered one of the essentials in a ‘‘prac- 
tical” man is ignorance of theory, science and what the 
patent attorneys call the ‘‘state of the art.” Of the latter 
it may be said that during the past quarter of a century 
there has been an immense accumulation of experience 
in Europe in the construction and use of cranes and 
hydraulic machinery of which we in this country 
are in almost profound ignorance. It would be the 
height of folly to ignore their experience. 


To design appliances for diminishing the cost of 
station service a person should therefore be thoroughly 
familiar with what engineers have been doing in that 
line in other countries, and he should know enough of 
general principles to apply that knowledge and be 
thoroughly familiar with details and methods of con- 
struction, and in that meaning of the word be practi- 
cal in a very eminent degree. He must have, too, the 
capacity for designing work which if not mechanical 
genius itself is very near akin to it. He should in the 
broadest sense be a good draftsman and have, com- 
bined with that kind of skill, the faculty of using it in 
the construction of machinery, so as to get the best 
results with the least cost. 

This article has grown to such proportions though 





that its completion must be reserved for a future num- 
ber. The moral of it thus far is that the person to 
whom to look fora reduction of the 36.72 per cent. 
of expense for “‘service” is the man who can improve 
the locomotives and cars and can construct machinery 
to handle freight more economically than it is now 
handled. Persons competent for such work are rare, 
and unfortunately railroad companies here are doing 
little or nothing to encourage or cultivate this kind of 
skill and knowledge. 





THE MICHIGAN CENTRAL REPORT. 


The Michigan Central report this year is interesting 
for the light it throws on the Lake Shore as well as on 
itself. It too is a road with a very large proportion of 
through traffic, the profit on which for one-half of the 
year was destroyed by the railroad war. Like many 
other roads with through traffic, it had a great increase 
of passenger traffic (174 per cent.), and two-thirds of 
this increase was in local traffic, so that the great re- 
duction in through fares in the last half of the year 
did not prevent a large increase (10} per cent.) in pas- 
senger earnings. In freight traffic there was an in- 
crease of 7.3 per cent, in the through and of 7.8 per 
cent. in the local movement—7.4 per cent. in all—but 
with a decrease from 0,842 to 0.718 cent (144 per cent.) 
there was a decrease of 8.4 per cent. in the freight 
earnings; but after all the decrease in gross earnings 
was an unimportant one—$150,880, or 1 per cent. The 
serious change is the increase of $993,345 (17.3 per 
cent.) in expenses. This reduced the net earnings $1,- 
144,762 (34 per cent.) and the surplus over fixed charges 
from $1,690,588 in 1880 to $509,309 in 1881. The profits 
per share fell from $9.02 to $2.72. 

Now let us compare this with the results on the 
Lake Shore: 





> Mich, Cen. Lake Shore, 
Increase in passenger traffic.... 17.5 per cent, 18.0 per cent, 
” rs > earnings ..143 “ * _—* «& 
- “ See eee... T* * oe 6 
Decrease in freight earnings.... 8.4 “ “* ma ¢ = 
Increase in train miles........... Mw * | Bedi 
“5 * expemses............ oo ae ee 
Decrease in net earnings........ OF ees 19.7 


The growth in passenger traffic was about the 
same on both roads, but the increase in passenger earn- 
ings much greater on the Michigan Central, which is 
due tothe fact that two-thirds of its increase was in 
local passengers, who paid full rates, while only one- 
third of the Lake Shore’s increase was in local pas- 
sengers. The enormous increase of 26 per cent. in 
the Michigan Central’s local travel has rarely been 
equaled on any old railroad. 

In freight traffic the increase was greater on the 
Lake Shore, and so was the decrease in freight earn- 
ings, and this too is probably due to the growth on the 
Lake Shore being mostly through freight ; while on 
the Michigan Central the rate of increase was larger in 
local than in through. Nearly three-fourths of the 
latter road’s freight traffic (71} per cent.) is through, 
however, and as it reports through and local freight 
earnings separately, we are able to see just how much 
of the decrease in earnings was due tothe low through 
rates—to the railroad war. It was $794,306; caused 
by carrying 7.7 per cent. more through freight at a re- 
duction of 29 per cent. (from 0,648 to 0.461 cent per 
ton per mile) in the average rate. For in local freight 
there was not only an increase in the amount (6.7 per 
cent.), but an increase in the average rate from 1.326 to 
1.364 cents per ton per mile, so that the local freight 
earnings were larger by $274,067, or 9.8 per cent.—a 
very satisfactory result indeed, considering that the 
local traffic of the road in the last four months of the 
year was greatly lessened by the failure of the Michi- 
gan wheat crop. 

The Buffalo-Chicago freight of the Lake Shore was 
but 314 per cent. of the total, but if we included al 
the traffic carried by this road at through rates—that 
to and from and interchanged at Erie, Cleveland, 
Toledo, etc., it would probably be about as large a pro- 
portion of its total as the Michigan Central’s 714 per 
cent., and its local rates are probably more affected by 
the through rates than the Michigan Central’s, which - 
we see were maintained, and even advanced, in spite 
of the railroad war, On it the local freight, though 
but 283 per cent. of the total, yielded nearly 55 per 
cent. of the total freight earnings, the average local 
rate being nearly three times as great as the average 
through rate. 

When we come to profits the difference must be 
vastly greater. As nearly as ascertainable, the aver- 
age expense per ton per mile was 0.562 cent, but the 
average receipt for through freight was but 0.461 cent, 
and though the expenses were doubtless greater for 
local than for through freight, the expenses for the 
latter must have very nearly equaled the receipt, 
though the railroad war lasted but half of the year. 
We do not doubt that the road would have made 
greater profits in the last half of the year if it had had 
no through freight; provided it could have dispensed 








288 


THE RAILROAD GAZETTE. 


[May 12, 1882 








entirely with the employés and equipment then un- 
profitably engaged, but necessary to employ as soon as 
rates became profitable. 

With regard to passenger traffic, the decrease in 
the through rate was just about made up by the in- 
crease in through travel, there being the trifling de- 
crease of $5,312 in through passenger earnings. But 
the increase of 10.2 per cent. in through travel must 
have occasioned some increase in expense, and very 
likely an increase nearly in proportion to the traffic, 
for there was very little increase in the average train- 
load, only from 60.2 to 61.3 passengers. As nearly as 
can be ascertained, the average expense per passenger 
mile was 1.70 cents, and the average receipt per 
through passenger was 1.54 cents. 

The large emigrant traffic, however (284 per cent. of 
the total through), is carried at much less than the 
average cost, and the other through traffic (this road 
having very large trains) at some less, and there is no 
doubt that the through traffic as a whole was profita- 
ble, though for part of the year it was quite the con- 
trary. The passenger rates did not begin to godown 
so soon as the freight rates, and they went down 
gradually, being at the lowest point only three 
or four months. This will also account for the 
fact that the increase in through travel 
was but ten per cent. and, exclusive of immigrants, 
224 per cent. During the competition some of the 
newspapers claimed that the low rates were profit- 
able; that when the roads were charging one-half, 
one-third or even one-fourth of their regular rates, the 
travel not only doubled, trebled and quadrupled, but 
enough more to pay the cost of carrying the in- 
crease. But we see on this, one of the most frequent- 
ed lines, an increase of but 22} per cent., and if it 
was all made in the last half of the year, it was still 
enough only to increase the earnings from this traffic 
$35,395, which would hardly pay the cost of 9,036,000 
additional passenger miles. 

Reducing passengers to freight we have an increase of 
9.8 per cent. in the total traffic on the Michigan Central 
and of 10.8 on the Lake Shore ; the latter’s increase was 
carried by anincrease of 12.2 per cent. in the locomotive 
mileage of traftic trains, the former’s by an increase of 
17.6 per cent. We heretake the locomotive mileage in 
the Lake Shore report, having only that to compare 
with it in the Michigan Central report. These show a 
decrease in the average freight train load from 201 to 
1844 tons on the Michigan Central, and from 247} to 
243% on the Lake Shore—a notable backward movement 
on the former, which was probably partly due to the 
very severe and long winter, which greatly increased 
the train resistance on many roads, and on the Michi- 
gan Central more than on the Lake Shore, doubtless, 
though we should not expect to find so great a de- 
crease due to this cause alone. 

The most important comparison to make, perhaps, is 
that of working expenses. The increasein traffic wasa 
little greater on the Lake Shore than on the Michigan 
Central, we have seen, but the increase of expenses was 
17.3 per cent. on the latter and but 8.2 on the former. 
It is true that the increase in train miles was much the 
greater on the Michigan Central; but if we take ex- 
penses per train mile we have (in cents) : 


1881. 1880. Decrease. P.c. 
Michigan Central.............. 103.6 103.9 0.3 0.3 
pe 8 Ee eee 100.2 103.8 3.6 3.5 


That is, there was almost no change on the Michi- 
gan Central, and a small decrease (enough, however, 
to amount to $894,000) on the Lake Shore. 

Last week we considered especially the maintenance 
expenses of the Lake Shore. We found them the 
largest for four years and 15 per cent. more than the 
year before. Now the Michigan Central’s maintenance 
expenses for the two years were: 


1881. 1880. Increase. P.c. 
Repairs and renewals. $2,453,115 $1,896,542 $556,573 29.3 

This is nearly twice the rate of increase reported on 
the Lake Shore. The President reports, however, that 
the cost of nine additional locomotives and of four new 
iron bridges was included in expenses, and of 4,700 
tons more steel rails than in 1880. The new rails were 
about 8 per cent. of the total track, which is doubtless 
something more than the average renewals required 
by steel; but the rails laid in 1880 were 4.7 per cent. of 
the track, which is probably less than the average re- 
quirement after all the road is steel. 

What is particularly remarkable, however, is that 
the increase of maintenance expenses on the Lake 
Shore, which has two-fifths more road, 156 per cent. 
more freight traffic and 63 per cent. more passenger 
traffic than the Michigan Central, was absolutely less 
in amount than on the last-named road: $495,120, 
against $556,573. Per train-mile these expenses were 
83.55 cents on the Lake Shore and 87.74 on the Michi- 
gan Central. If the Lake Shore’s maintenance ex- 
penses had been at the same rate as the Michigan Cen- 

ral’s, they would have been about $472,000 larger 





than reported; vice versa, the Michigan Central’s 
would have been $272,000 Jess than reported. 

We enlarge thus on the maintenance expenses, be- 
cause it is these which can be put off or partly charged 
to construction, the border between a renewal and an 
addition not always being distinct. And the differ- 
ence by different methods of charging may easily 
amount to a very important part of the surplus avail- 
able for dividends. Apparently, if the Michigan Cen- 
tral’s charges for maintenance were no more than 
proper, the Lake Shore’s were too small, and vice 
versa. 

It is notable also that in the expenses other than 
maintenance the increase on the Michigan Central 
was $436,771, or 112 per cent.; on the Lake Shore, 
$365,204, or 5 per cent. These are expenses which 
usually it is not possible to put off or escape ; that the 
Lake Shore should have been able to keep them so 
low with a large increase of traffic and of prices seems 
remarkable. Mr. Vanderbilt says in the Michigan 
Central report that the cost of labor, materials and 
fuel was 27 percent. greater on that road in 1881 than 
in 1880, and this advance the Lake Shore could not 
escape. 

It is due to this difference in the increase of expenses 
that the Lake Shore makes so much better a showing 
of profits thanthe Michigan Central. It gained but 
little more in traffic; its decrease in earnings was much 
greater ($778,070 against $151,417), but its increase in 
expenses was comparatively very much less. If the 
expenses had been charged in precisely the same way 


on both roads, there would not have been so great a 


difference in the results, as a decrease of $6.30 (70 per 
cent.) in the profits per share of the Michigan Central, 
and of only $3.26 (29 per cent.) in thoseof the Lake 
Shore, though it is true that a much larger proportion 
of the Michigan Central’s profits is required to meet its 
fixed charges. 

The current half-year is probably rather worse than 
better than the last half of 1881 for the Michigan Cen- 
tral, as for other roads with heavy trunk-line traffic. 
The west-bound through freight is carried at lower 
rates, and is probably as heavy as ever. The east- 
bound freight for two months was carried at lower 
rather than higher rates ; since at much higher rates, 
but there is less of it than before since 1877, probably. 
Passenger traffic will be remunerative and heavy. 
The second quarter of the year should make a better 
showing than either the third or fourth quarters of 
last year, so far as through earnings are concerned ; 
but the future of the wheat crop may make the local 
traffic less, though in a state with varied industries 
like Michigan traffic does not depend on any one crop, 
or even on all of them together. 

The extended Jackson, Lansing & Saginaw Division 
is likely to make considerable gains, and will now be 
able to develop some through traffic with the Northern 
Peninsula. Expenses, however, continue high, and 
they probably cannot be much reduced by the reduc- 
tion in east-bound freight. The hopes for the year de- 
pend upon the traffic and profits of the last half of it, 
which may be very large if we have large crops and a 
good demand for them, as there is every probability 
that rates will be maintained; at least it is entirely 
improbable that they will be as small as in the last 
half of last year, when, judging by the results for the 
whole year, the road did not more than earn its fixed 
charges. 





THE GRAIN MOVEMENT WHILE THE CANAL 
WAS CLOSED. 


The five months ending with April coincide this 
year with the period that canal receipts at New York 
were suspended, or nearly so, a few hundred thousand 
bushels having been received by canal in the last week 
in April, and there have never been in previous years 
any important canal receipts in these five months. 
This year and also in 1880, however, the lakes were 
open throughout April, and in several other years 
there have been some lake shipments in this month, 
It is thus a season of closed navigation only as regards 
canal receipts. 

During these five months the receipts and shipments 
of grain of all kinds at the eight Northwestern mar- 
kets and the receipts at the seven Atlantic ports have 
been, in bushels, for the past nine years: 





Northwestern Northwestern 

receipts. sh'pments. 

.-. 54,535,578 29,499,248 

+. see G0,930,307 18,605,849 
-.- 48.024,441 30,797,372 

. 43,358,882  26.600,317 

61,097,698 44,475,196 

64,389,922 40,377,517 


Atlantic 
receipts. 
41,027,047 
23.686.804 
39,269.065 
40,903,919 
72,615,901 
78 692,236 





82,126,463 56,218,711 84,000,064 

74,757,807 49,355,803 74,691,389 

69,826,522 52,615,041 38,693,562 

Thus the receipts of the Northwestern markets, 


though nearly 5,000,000 bushels (7 per cent.) less than 
last year, and 12,300,000 bushels (15 per cent.) less than 
in 1880, were larger than in any previous year. They 





were, in fact, 10,000,000 bushels more in January and 
February than last year, but in December 6,500,000 
and in March and April 8,500,000 bushels less. 

The shipments of these markets were 3,260,000 
bushels (6} per cent.) move than last year, and more 
than in any previous year except 1880. Thus the 
Northwest, notwithstanding its light crops, marketed 
an unusually large quantity of grain during these five 
months. 

The receipts of the Atlantic ports, however, were no 
less than 36,000,000 bushels, or 48 per cent., less than 
last year, and 45,300,000 bushels less than in 1880, and 
were smaller than in any other year of the nine except 
1875. It appears, then, that the grain which the North- 
west has received and shipped in such large quantities 
during the past five months has not gone to the Atlan- 
tic cities for consumption or export to anything like 
the extent customary since 1877. In 1879 the Atlan- 
tic receipts were 38,000,000 bushels, in 1880 28,000,000 
and in 1881 25,000,000 bushels more than the total 
shipments of the eight Northwestern markets ; this 
year the shipments of these markets were 14,000,000 
bushels more than the Atlantic receipts. Evidently 
consumers have been found for the grain elsewhere 
than abroad or on the seaboard to an extent never 
known before. 

The April movement shows a considerable increase 
over March in the Northwestern receipts and ship- 
ments, as is usual after navigation opens, and for half 
the month the movement was really large; but the 
Atlantic receipts continue to be trifling compared with 
previous years. 

During the month of April (four weeks) the receipts 
of grain at Atlantic ports for six successive years have 
been, in bushels : 


1877. 1878. 1879. 1880. 1881, 1882. 
9,039,460 14,393,584 19,150,770 19,170,621 16,938,903 5,935,810 

The first half of 1877 was the most unfavorable for 
traffic fora long time, but the Atlantic receipts of 
grain in April were one-half greater then than this 
year. Last year their receipts were 11,000,000 bushels 
185 per cent., more than this year. 

We must not measure the grain transportation of 
this season, therefore, by the Atlantic receipts, which 
heretofore have furnished the best measure of the 
traffic asa whole. The grain this year stops before it 
reaches the seaboard. 

The distribution of the receipts among the diffreent 
Northwestern markets shows no great changes in 
April, though, lake navigation being open in that 
month, we might expect a large increase in the pro- 
portion going to lake ports. There is such an increase 
at Toledo, but not elsewhere. Toledo received but 5.5 
per cent. of the grain in the first three months of this 
year; in April 12.2 per cent. The proportions received 
at St. Louis and Peoria are but little less than in pre- 
vious months, which is probably due to the large inte- 
rior and Southern demand. The percentage of the to- 
tal received at each market in the first four months of 
each of the last three years (not the five months in- 
cluding December) has been : 


Q 4 - o ° R a) i] 
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Year. 

1882......89.0 10.6 (6) 3.8 2.0 20.9 16.1 0.5 

1&81.. ...34.4 79 11.6 5.0 2.9 23.8 14.4 eas 

1880......39.6 69 13.4 3.3 2.2 24.3 10.3 


The consumption of the grain at interior and South- 
ern points would easily account for a much larger 
change in the proportions received at the different 
markets than is shown here. The cessation, almost, 
of exports from New Orleans, and the great decrease 
in shipments down the Mississippi, have tended to de- 
crease receipts at St. Louis, but on the other hand the 
extraordinary Southern demand has tended to increase 
them. 

Detroit has this year for the first time had the benefit 
of a connection with the Wabash, and this might be 
expected to increase its receipts and decrease those of 
Toledo to the same extent. But the bad crops have 
decreased the percentage of receipts at both, a very 
poor wheat crop in Michigan, whence Detroit’s receipts 
formerly came almost exclusively, more than counter- 
balancing the receipts by the Wabash. In April, how- 
ever, Detroit as well as Toledo had a larger proportion 
of the whole than last year, which may be accounted 
for by the open lake navigation. 

In the distribution of receipts at Atlantic ports the 
only notable change during the past month was a 
large increase at Philadelphia, nearly balanced by a 
decrease at New Orleans, and a smaller increase at 
New York balanced by a decrease at Boston. In 
March, Philadelphia received but 8 per cent. of the 
grain ; in April, 17 per cent. The whole amount of re. 
ceipts was so small that the changes cannot be re- 
garded as significant. The percentage of the total 
Atlantic receipts arriving at each Atlantic port during 
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the five months ended with April (period of closed 
canal) for six successive years has been : 


1876-77. 1877-78. 1878-79, 1879 80. 1880-81, 1881-82. 
40.0 38. 39.0 49.3 


New York... 31.4 40.8 1 c 

Boston...... pg 7.9 9.1 94 12.7 17.6 
Portland .... 9 2.0 1.3 2.0 1.7 3.2 
Mont ‘eal.... 0.3 0.1 0.1 0.4 0.3 0.9 
Philadelphia 17.8 19.5 19.0 16.8 13.2 12.2 
Baltimore... 29.6 20.9 22.9 21.6 22.0 8.6 
New Orleans 7.3 8.8 7.6 11.7 11.1 8.2 


Total.. 100.0 100.0 100.0 100.0 100.0 100.0 


Thus New York and Boston have had this year a 
much larger proportion than ever before, sufficiently 
accounted for by the fact that they are the largest 
consumers and distributors for domestic consumption, 
and by the concentration of steamers at those points, 
which now carry nearly all the light exports. 

Philadelphia has a smaller percentage this year than 
before for five years, though not much smaller than 
last year. Baltimore shows a tremendous decrease, 
receiving since December but 2,395,470 bushels this 
year, against 12,593,000 last year and 14,810,117 in 1880. 
In a single week of July, 1880, it received nearly as 
much (2,226,850 bushels) as in the first 17 weeks of this 
year, and it may be said to have almost gone out of 
the grain trade, for the time. 

Comparing New York and Boston together with 
Philadel phia anc Baltimore, we find their per- 
centages uf the total Atlantic receipts in these five 
months of closed canal navigation to have been: 

1877. 1878. 1879. 1880. 1881. 1882, 


New York and Boston...43.1 48.7 49.1 47.5. 51.7 i 
Phila. and Baltimore....47.4 40.4 41.9 38.4 33.2 20.8 


The four cities.....90.5 89.1 91.0 85.9 86.9 87.7 
New York and Boston this year have received nearly 
three and a third times as much as the other two 
cities, last year not one-half more, in 1880 one-quarter 
more, in 1877 not as much. 


The opening of canal navigation has the natural 
effect of increasing the proportion of receipts at New 
York; but it can only do this within the limits per- 
mitted by the exports of grain; that is, should exports 
cease entirely, the canal could not much increase 
New York’s receipts, which would be limited to its 
consumption and that of the surrounding country 
which it supplies. Then the chief effect of the canal 
would be to reduce the shipments of grain over the 
rail~oads which carry to New York, leaving to the 
lines which carry to Boston, Philadelphia and Balti- 
more the whole of the grain consumed there, because 
it cannot reach them except by rail. 


New Boston & Albany Passenger Cars. 





This company has ten new passenger cars in process of 
construction at its Allston shops, under the supervision of 
Mr, F. D. Adams, the Master Car-Builder of the line. They 
are intended for the through New York trains. They 
are 57 ft. long over end sills, 9 ft. 3 in. wide over side sills, 
9 ft. 10 in. over eaves. There are 20 windows on each side; 
the first three at each end are 20x 34 in., the others 23 x 34 
in. The panels between each alternate pair of windows are 
934 in. wide, the intermediate panels being 3%{ iv. Each 
car has 34 seats with reversible backs and four corner seats 
with fixed backs, so that they will seat 76 passengers. 

There are end ventilators over the windows 8 x 22 in. and 
end ventilators in the clear-story. These latter are pro- 
tected by wire netting outside. -The sides of the clear-story 
have ‘‘globe” ventilators with registers inside. These 
were furnished by Tillotson. The lamps, which were made 
by Williams & Page, are of novel design and arrangement. 
They are of a bracket form or L-shaped, and are attached 
to the side of the clear-story at the angle where it joins the 
lower roof, This brings the light low down and near the 
sides where passengers are seated. Ten of these lamps 
light the car so that it is possible to see to read in any part 
ofit. The basket racks are of beautiful design, and were also 
made by Williams & Page. The other furnishings were 
supplied by the Union Brass Company. The seat ends are 
of cast iron of Buntin’s pattern. The seats next the win- 
dow have Creamer’s foot rests. 

The top of the water closet is covered with glass, so that 
the light of a lamp attached te the outside of it serves the 
double purpose of lighting both the car and the closet. The 
floor of the latter is covered with sheet copper turned up 
around the edge and carefully nailed with copper nails. 
This makes it possible to keep it clean and thus prevent the 
vile odors which are quite too common in such places, and 
which it is impossible to prevent when the wooden floor once 
becomes saturated with filth. 

The inside of the car, including the sides and ceiling, is 
finished with cherry of very plain design, but which is very 
pleasant after the over-elaborativeness to which we have all 
been accustomed so long. TLe seats of the car which was 
examined were covered with dark green leather. A crow- 
bar, an axe, a saw anda fire-extinguisber, hung 1m corspicu- 
ous positions on the inside of the cars, ar2, perhaps, not 
pleasing subjects to contemplate if a traveler allows his 
mind to dweli on the possible contingencies for which they 
are intended. 

Some of the cars are heated with Searle’s safety heater, 
which is made in Cincinnati; others have Salmon’s heater, 
which is a Boston invention. 

Miller couplers and platforms, 42-in. paper wheels, 





French’s elliptic swing-motion springs, and Cliff’s graduated 
equalizer springs, all help to make these cars excellent speci- 


mens of the latest practice in this line. . 








Record of New Railroad Construction. 


This number of the Railroad Gazette contains information 
of the laying of track on new railroads as follows: 

Chicago, St. Paul, Minneapolis & Omaha.—The Nor- 
folk Branch is extended from Emerson, Neb., to Norfolk, 
47 miles. The Northern Division is extended from Cable, 
Wis., northward 20 miles. Track is laid on the Superior 
Branch from Chippewa Falls, Wis., northward 20 miles. 

Denver & New Orleans.—Extended southward to Pueblo, 
Col., 41 miles. 

Kunsas City, Springfield & Memphis.—Track laid from 
Springfield, Mo., southeast 10 miles. 

Louisville, Evansville & St Louis.—Track laid from Oak- 
land, Ind., east 14 miles; also from Huntingburg, [nd., 
east to Birdseye, 16 miles. 

Natchez, Jackson & Columbus.—Extended from Upper 
Bayou Pierre, Miss., northeast to Utica, 7 miles. Gauge 
3 ft. 6 in. 

North Carolina Midland.—Completed from Danville, Va., 
west by south to Leaksville, N. C., 25 miles. 

Sabine & East Texas.—Extended from Village, Tex., 
northward to Woodville, 20 miles. 

This is a total of 220 miles of new railroad, making 2,503 
miles thus far this year, against 1,018 miles reported at the 
corresponding time in 1881, 1,264 miles in 1880, 493 mules 
in 1879, 312 in 1878, and 354 miles in 1877. 





LakE RaTEs, which two weeks ago were 2} cents a 
bushel for corn from Chicago to Buffalo, soon fell to 24% 
cents, and for some days past have been 2 cents, a figure 
never before reached so early in the season, though they 
have gone down to 1% cents in July, and a few times have 
been as low as 144 cents. The vessels are not helped this 
year by the high coal rates from Buffalo to Chicago which 
did so much to make the low grain rates bearable this year. 
Instead of $1.20 to $1.50, which was paid this year (though 
not so early in the season), the vessels have been getting 60 
to 65 cents this year, which, however, is better than was 
customary in years previous to 1881, when vast quantities 
of coal were taken for.25 cents, and more than 50 cents was 
seldom paid. At 2 cents a bushel corn down pays 80 cents 
per ton, but the vessel has more expenses to pay in this con- 
nection with grain than with coal, which latter is loaded 
and unloaded by the shipper, so that the vessel probably 
makes as much on the up trip as on the down trip, a con- 
dition of things which is favorable to cheap transportation. 
The low rates at which the railroads have contracted for 
carrying merchandise westward till July must make this 
freight comparatively undesirable to the propellers, even if 
they could get it. 

Canal rates, which for some time after the opening 
stood at 5 cents a bushel for corn and 514 for wheat from 
Buffalo to New York, then for about a week were \ cent 
lower, this week have fallen 4 and Wednesday stood at 45 
for corn and 5} for wheat. Last year these rates were 
charged about two weeks after the opening, and they were 
not as high again until near the close of the season. 

Ocean rates continue very low, from %d. to 14d. per bushel 
for grain by steam from New York to Liverpool. It was at 
this time that ocean rates were lowest last year, but then 
they were from 1d. to 2d. per bushel, and two years ago 
they were 414d. Scarcely any transportation rates fluctu- 
ate like these. There were several weeks in 1880 and 1879 
when they reached 9d.; in 1878 for nearly two months they 
were 914d. to 10d., and in 1877, 114¢d. was reached. Fluc- 
tuations between 1¢ cent and 23 cents are more than the 
differences between our lowest war railroad rates and the 
highest local charges; the Chicago-New York grain rate 
since 1877 has varied from 10 to 45 cents per 100 Ibs.; but 
while the highest rail rate was 414 times the lowest, the 
highest steamer rate was 46 times the lowest. 

At present the cost of shipping corn from Chicago to 
Liverpool is about 814 cents a bushel, which is less than the 
average ocean rate. 








CuicaGO RaIL SHIPMENTS EASTWARD for the week end- 
ing April 29 have been for three successive years: 

1880. 1881. 188”. 
OB sic -a Baers ees ++. 30,263 58,866 29,528 

This year the receipts are but about half as large as last 
year, but they are nearly the same as in 1880, which was 
the year of largest profits on through traffic. The rate then 
was one-fifth more than now. The receipts of the week this 
year are 744 tons less than the week before, and are the 
smallest for a year. 

Of the total the Chicago & Grand Trunk carried 
14.1 per cent., the Michigan Central 18.2, the Lake 
Shore 168, the Fort Wayne 26.1, the Pan-handle 
7.9, and the Baltimore & Ohbio 6.9 per cent. The 
two Vanderbilt roads have 35 per cent. of the whole, against 
49 under the pool of 1880: the two Pennsylvania roads, 44 
per cent. of the whole against 33 under the pool. It is 
notab’e that since the transfer of the Erie’s freight lines from 
the Lake Shure to the Fort Wayne, while the latter's per- 
centage has greatly increased, that of the Pan-handle, over 
which also the Erie has a freight lice, bas materially de- 
creased. The Erie has a freight line over the Grand Trunk 
also, and doubtless has had a share of the recent large ship- 
ments by that road. The light grain shipments affect the 
Vanderbilt more than the Pennsylvania lines, as the latter 
always have had the largr part of the provision shipments, 
the decrease in which is much less than that in grain, 


For the week ending May 6 the shipments billed from Chi- 
cago (not including those for points west billed through Chi- 
cago) were 21,835 tons, against 22,357 the week before. The 
percentages last week (which will be changed when the 
through shipments are included in the statement to be pub- 
lished next week) were 9.6 per cent. by the Chicago & Grand 
Trunk, 12.8 by the Michigan Central, 24,2 by the Lake 
Shore, 27.6 by the Fort Wayne, 14,9 by the Pan-handle and 
10.9 by the Baltimore & Ohio, Only 14,490 tons of grain 
and flour were shipped. 








A CLAIM FoR A Livirenp a8 A RicHT is made to the 
Cleveland, Columbus, Cincinnati & Indianapolis Company 
by Sir Henry Tyler as chairman of a committee of the 
holders of the “ Western Extension” bonds, issued on the 
security of the shares of this company by the Atlantic & 
Great Western, as part of the scheme by which the Cleve- 
land road and the Atlantic were to be secured as connections 
of the Erie. These bondholders have Cleveland shares pledged 
to secure their bonds, and since the reorganization of the Erie 
and he Atlantic & Great Western they have no other security , 
andas interest they receive whatever dividends are paid on 
this stock. No dividend was declared from the profits of 
188], though the report shows that after paying fixed 
charges there remained a balance of $853,518, which is 
about 5%¢ per cent. on the stock. But $394,646 of this went 
for additions to the property, aud $365,00U for advances to 
the Indianapolis & St. Louis Railroad to pay expenses 
of that connection, which is not only important to the Cleve- 
land road as giving it its St. Louis connection, but also be- 
cause it has invested $976,750 in its securities, which are 
protected by the advances. The English stockholders con- 
tend that they are entitled to all the profits of the company 
after the fixed charges are paid, and that the directors have 
no right to use any part of such profits to make additions to 
the property, or investments for its benefit, without special 
authority. This is in accordance with English law and 
practice ; but, without knowing anything of the authority 
given to directors by the laws of Ohio or the articles of in- 
corporation of the Cleveland Company, we venture to say 
that they will be found to have a very extensive discretion 
as to the disposal of the company’s profits. In fact, direct- 
ors here exercise despotic powers, checked only by the an- 
nual elections, and they are authorized to do on their own 
motion a great many things which in England they can only 
do after having taken a vote of the shareholders on the 
question, which they do for every declaration of a dividend. 


East INDIAN WHEAT Exports have been extraordinarily 
large recently, and this doubtless has helped, with the vas 
exports of our Pacific Coast, to enable Europe to do without 
any considerable exports from our Atlantic Coast. The 
exports from Bombay iu 1881 were 17,181,000 bushels, 
which is nearly five times as much as in 1880, when again 
exports were much larger than ever before. This is due 
partly to an extension of railroads in the Indus Valley, but 
chiefly, doubtless, to the sufficiency of the crops elsewhere 
in India. It has a population of 190,000,000, and the dif- 
ference between an average crop that gives a full supply for 
such a population and an unusually good crop may easily 
amount to 300,000,000 bushels; but before the days of rail- 
roads each district depended largely on its own resources, 
and when there was ashort crop in one of these a famine 
followed. Then the surplus of a good year, since it could 
not be sent to another district with a light food supply, was 
largely stored by grain merchants for several years, and 
went to supply the deficiency of a subsequent bad year. 
When the railroads are first built it is said that these ac- 
cumulations (sometimes of several years) are shipped and 
sold by the merchants, who then for the first time can obtain 
aremunerative price, the world’s markets being opened to 
them. Itis not probably that India will ever become an im- 
portant competitor for the supply of the European market 
with wheat, as it is fully populated and has no great areas 
of unoccupied land to bring under cultivation. But as rail 
roads are extended in Northern India it will be able to ex- 
port its surplus in favorable years and import part of its 
supplies in the unfavorable years, which heretofore were 
often years of famine. The large Indian exports of 1881 
were after all but about one-sixth of the difference between 
the United States wheat crop of 1880 and that 9f 1881. 








A New PassENGER LOcoMOTIVE has recently been com3 
pleted for the Boston & Albany Railroad by Mr. Underhill, 
the Superintendent of Motive Power and Machinery of this 
line, which, as many of our readers know, hus heavy grades 
and heavy trains. The engine (No. 129) has 18x22-in. cylin- 
ders, 514-ft. driving wheels, 72-in. grate, boiler 52 in. in di- 
ameter, with high wagon top and 222 2-in. tubes. The 
whole of the shell aud fire-box is made of steel, in the former 
i; in, thick, and it is intended to carry 175 Ibs, pressure per 
square inch. The valve has 5-in. travel, 1, outside lap with 
none inside. Tbe tender and truck wheels are of wrought 
iron, of English make, an engraving of which is published 
on another page. The former are 33 and the latter 30 in. 
in diameter. 

The weight on the driving wheels can be increased or di- 
minished by means of Waterman’s ‘adhesive arrange- 
ment,” by which part of the weight of the teuder can be 
transferred to the engine. 

The engine has been working very satisfactorily and takes 
the 4 o’clock train from Boston and New York, with six and 
seven cars, a distance of 99 miles, in 2 hours and 42 imin- 
utes, the maximum grades being 60 ft. per mile. 

The striking thing about these engines is the high steam 
pressure which is ca: ried. This is utilized by increasing the 





weight on the driving wheels, This latter is due to the 
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greater weight of the boiler, and also to the transfer of part 
of that of the tender by the appliance already referred to. 
The large number of tubes in a boiler of this size will also be 
noted. Mr. Underhill informs us that there has been no dif- 
ficulty in carrying water or in working dry steam. 

The weight of the engine is 80,000 Ibs., 56,000 of which is 
on the driving wheels. 





THE MissIssIPpPI RIVER GRAIN MOVEMENT continues in- 
significant and in strong contrast to what it was last year 
and the year before. The total river shipments this year to 
the end of April have been but 2,036,010 bushels, against 
5,617,516 last year, a decrease of 64 per cent., though the 
river was not open until after the middle of February last 
year, and there has been no interruption to river navigation 
this year. Meanwhile the decrease in New Orleans receipts 
has been from 7,675,514 bushels in 1881 to 2,267,944 this 
year, or 70 per cent. The harge shipments down the Missis- 
sippi all go to New Orleans, ; but this year, we be- 
lieve, but one tow of barges bas gone down, and doubtless 
the larger part of the river shipments by the steamboats 
have been distributed on the way, the Southern demand be- 
ing unusually large. The decrease in river shipments during 
the six weeks ending April 30 was from 4,225,683 busbels in 
1881 to 617,172 this year, so that the decline is more marked 
recently than earlier in the season. Exports having fallen 
off so greatly, we should expecta large diminution of ship- 
ments to New Orleans, and in fact its total exports for the 
four montls this year have been but 569,402 bushels—not 
equal to its receipts in many single weeks last year. But 
one would suppose that its loss in exports would be partly 
made good by the greatly increased Southern demand. This, 
however, can doubtless be supplied more economically, 
either by rail or river, by direct shipments from the North, 
as the interior demand in the East has long been supplied by 
direct shipments from the West, without the intervention of 
an Atlantic port as a distributing market. 








THe GREAT WESTERN OF CANADA reports for the half year 
ending with January, which gives a little more railroad 
war than any otler report yet published, January being» 
too, probably the very worst month of all, some shipments 
of flour having been carried that month from Chicago to 
New York for 8 cents per 100 lbs., or, taking out the New 
York terminal of 3 cents, for just a trifle more than one 
tenth of a cent per ton per mile, at which rate the whole 
tremendous freight traffic of the New York Central last 
year would have earned but $2,650,000; instead of $20,- 
736,000 ; and probably there was not much through east- 
bound freight in January at more than 10 and 121¢ cents 
per 100 Ibs. The Great Western directors estimate the loss 
of their company by the railroad war to have been $600,- 
000, and as its gross earnings for the half-year were but 

2,381,000, and its net earnings $648,000, this loss was a 
very serious one. Indeed it was four times as much as the 
total surplus revenue left for the common stock. Like other 
roads, it reports a large;increase in'working expenses, nearly 
10 per cent., but its expenses per train-mile were nearly the 
same as last year (821¢ cents against 8314). The decrease 
from $1.313¢ to'$1.12'% cents in earnings per train-mile is 
what caused the great decrease of $340,000 (30 per cent.) in 
net earnings. There was a decrease of $283,000 in freight 
earnings, and an increase of $90,000 in passenger earnings, 
the number of through passengers having been 19,000 
greater than the year before. 





APRIL EARNINGS, so far reported, show earnings per mile 
about the same as last year. Among the more important 
roads, the Central Pacific gains 9.6 per cent. in earnings, 
with 13 per cent. more road. Milwaukee & St. Paul gains 
nearly 20 per cent., with 12 per cent. more mileage; tbe 
Chicago & Northwestern gains 10%{ per cent., with 15 per 
cent. more miles; the St. Paul & Omaha gains 37 per cent., 
with 7 per cent. more road; the Denver & Rio Grande 29 
per cent., with 54 per cent. more road; the Illinois Central 
gains 6 per cent. in Illinois, with no change in road, but 
loses 13 per cent. in Iowa; the Louisville & Nashville, with 
10 per cent. more road, has 1144 per cent. more earnings; 
the Northern Pacific, with 35 per cent. more road, has 10234 
per cent. more earnings; the Manitoba, a gain of 34 per cent. 
in earnings and 21 per cent. in road; the Union Pacific, 
nearly 40 per cent. in earnings and but 8 per cent. 
in road; the Wabash, 34% per cent. in earnings and 35 
per cent. in road. The most significant decrease is that of 
11.8 per cent. on the Great Western of Canada; the Grand 
Trunk shows a slight decrease in spite of a large increase 
(53 per cent.) on the Chicago & Grand Trunk. The largest 
decrease is 31 per cent. on the main line of the St. Louis, 
Aiton & Terre Haute, but the Hannibal & St. Joseph falls 
off 22 per cent. There are so many important roads yet to 
report that a general conclusion cannot yet be drawn. 


@Oeneral Qailroad Wews. 


MEETINGS AND ANNOUNCEMENTS. 


Meetings. 
Meetings will be held as follows: 
IUinois Central, annual meeting, at the office in Chicago, 
May 31. Transfer books close May 13. 
Chicago, Rock Islund @& Pacific, annual meeting, at the 
office in Chicago, June 7. Transfer books close May 1. 


Railroad Conventions. 

The Railway Car Accountants’ Association will hold its 
annual meeting in Boston, beginning on Tuesday, May 23, 
at 10a.m. The Hotel Vendome has been selected as head- 
quarters for members. 5 

The Muster Car-Builders’ Association will meet in annual 
convention ia Philadelphia, June 13. 

The Master Mechanics’ Association will hold its annual 
convention at Niagara Falls, beginning on June 20. 














Dividends have been declared as follows : 

Hanover Junction, Hanover & Gettysburg, 2 per cent., 
semi-annual, payable May 8. 

Cleveland & Pittsburyh (leased to Pennsylvania Com- 
pany), 134 per cent.. quarterly, payable June 1. 

North Pennsylvania (leased to Philadelphia & Reading), 
1% per cent., quarterly, less 5 per cent. retained as a con- 
tingent fund. 

Dasa York, Providence & Boston, 2 per cent., payable May 


Foreclosure Sales. 

The Cleveland, Mt. Vernon d& Delaware road will be sold 
at Akron, O., June 7, by Wm. H. Upson, Special Commis- 
sioner, under the new decree of foreclosure. It will be re- 
membered that the road was sold some time ago and bought 
in by the bondholders, who organized the Cleveland, Akron 
& Columbus Company. The decree of foreclosure was af- 
terwards set aside on technical grounds and a new trial or- 
ge which has resulted in a new decree of foreclosure and 
sale. 


Trunk Lines Advisory Commission. 

The Advisory Commission began its sessions in the West 
at St. Louis, May 9, all the members being present, except 
Mr. Washburne, who was detained by sickuess. 

On the first day a sub-committee of the Merchants’ Ex- 
change of St. Louis submitted a report, taking no sides, but 
submitting facts and arguing that if pro rata freights were 
established instead of differential rates no difference should 
be made between St. Louis and Chicago. Mr. George Bain, 
President of the National Millers’ Association, submitted a 
report advocating uniform rates and differential rates. Mr. 
Closser, of the Indianapolis Merckants’ Exchanger, submitted 
areportin favor of differential rates, The Commission 
made some inquiry as to theamount of grain and other 
shipments from St. Louis. 

On May 10 the Commission heard the report of the com- 
mittee of the Cotton Exchange. The Chuirman said that 
the committee was divided in opinion, and agreed only on 
general principles. Mr. Webb M. Samuel, representing the 
grain trade, submitted a report concurrivg with the report 
made the previous day, and asked leave to file an additional 
amount of statistics. The Commissioners then adjourned. 
and on May 11 left for Louisville. From that city they will 
go to Toledo. 

Passenger Pool Meeting. 

In accordance with a resolution of the Joint Executive 
Committee, a meeting of managing officers and general 
passenger agents of all lines east of Chicago and north of the 
Ohio was to be held in Chicago, May 11, to further consider 
the agreement for division of passenger traffic. The follow- 
ing questions were to be considered: 

*Kirst—Whbether the roads not represented at the meet- 
ing of April 26 and 27 wili become parties to the agree- 
ment ? 

“*Second—To ayree upon the percentage of the division 
of traffic. For this purpose statements are submitted, 
showing the earnings of each road for the year 1881. The 
— who do not think that the earnings for the year 
18*1 should be taken as the basis of division should submit 
their claim for increased percentages to the meeting to have 
it acted upon; or, in case of disagreement, submitted to 
arbitration.” 


Lake Shore & Michigan Southern Mutual Life 
Insurance Association. 

The thirteenth annual meeting of this association was held 
in Cleveland, O., May 3, delegates being present from many 
points on the road. 

President T. S. Lindsey made his annual address, setting 
forth the good condition and advantages of the association. 

The Secretary’s report showed receipts and expenses as 
follows: 
Balance from previous year eect Tart wee 
Assessments 393.7 
New members 
SN codecs dtvetnsvrcn¥arabersesnsethserihes Spas census 





. $4,457.67 
681.32 
— 5,138.99 


Balance on hand..... Se nl eee ee $814.24 
The election of officers and other business followed. Noth- 
ing but the usual routine business was transacted. 











ELECTIONS AND APPOINTMENTS. 





American Society of Civil Engineers.—At the regular 
meeting on May 3 the following were chosen members: Wm. 
G. Curtis, San Francisco; Edward C. Kinney, Des Moines, 
Ia.; Gustav Lindenthal, Pittsburgh, Pa.; Thomas C. Mc 
Collom, U. S. N., New London, Conn.; David Reeves 
(transferred), Philadelphia. 


Atchison, Topeka d& Santa Fe.—The following appoint 
ments are announced : G. Lockie, Road-Mester, Douglas to 
Ellinwood, office at Newton, Kan.; J. M. Woodard, Road- 
Master, Florence to Kinsley, by McPherson cut off, office at 
Ellinwood, Kan.; 8S. Harpster, Road-Master, Kinsley to 
Kansas state line, office at Coolidge, Kan. 


Baltimore & Ohio Leased Lines.—The following com- 
panies controlled by Baltimore & Ohio held their annual 
meetings in Pittsburgh, May 1, electing officers as follows: 
Berlin.—President, J. B. Washington; directors, Welty 
McCuilogh, Robert Garrett, Joshua G. Harvey, W. H. Koontz 
8. A. Philson, 8. Philson; Welty McCullogh, Secretary and 
Treasurer. Brownsville d& New Haven.—President, J. B. 
Washington; directors, A. L. McFarlane, W. S. Kline, 
W.H. Markle, Welty McCullogh, A. O. Tintsman, Geo. Wil- 
son; Welty McCullogh, Secretary and Treasurer, Salis- 
bury.—President, Wm. 8S. Bissell; directors, W. M. Clem- 
ents, S. Spencer, Robert Garrett, T. M. King, Johns Mc- 
Cleave, John B. Jackson, H. 8S. Burgesser, J. B. Caven; J. B. 
Washington, Secretary and Treasurer. Somerset d& Cam- 
bria.—President, James B. Washington; directors, W. H. 
Koontz, C. C. Musselman, Welty McCullogb, D. J. Morrell, 
J. G. Harvey, Robert Garrett; Secretary, Welty McCullogh; 
Treasurer, W. H. Ijams. 


Bangor & Portland.—At the annual meeting in Bangor, 
Pa., May 2, the following directors were chosen : C. Miller, 
G. W. Mackey, John I. Miller, John Buzzard, M. D., J. E. 
Long, Jonathan Moore, 4. O. Allen. The new board elected 
the following officers: President, C. Miller ; Secretary, 
G. W. Mackey ; Treasurer, John I. Miller. 


Boston, Hoosac Tunnel & Western.—The board has elected 
F. L. Ames President in place of Wm. L. Burt, deceased. 


California Southern.—At the annual meeting, May 4, the 
following directors were chosen: Frank A. Kimball, Moses 
E. A. Luce, Thomas Nickerson, Thomas L. Rogers, Boston; 
Joseph UO. Osgood, San Diego, Cal.- The board elected 
Thomas Nickerson President; Thomas L. Rogers, Vice- 
President; 8. W. Reynolds, Treasurer and Assistant Secre- 





tary; J. H. Goodspeed, Auditor; Frank H. Pattee, Secre- 
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tary; H. E. Cooper, Attornev; Joseph O. O-good, Chief En- 
gineer. The olfices of the Attorney and Chief Engineer are 
in San Diego, Cal., the other offices are in Boston. 


Canadian Pacific.—The office of Mr. Archer Baker, Gen- 
eral Superintendent of the Eastern Division, was removed 
from Ottawa to Montreal on May 8. 


Central Pacific.—A number of changes, chiefly promo- 
tions, have been made in the management of this road; the 
new appointments are as follows: General Manager, A. N. 
Towne, heretofore General Superintendent; General Super- 
intendent, J. A. Fillmore, late Ass’stant General Superin- 
tendent; Assistant General Superintendent, R. H. Pratt, 
late Superintendent of the Sacramento and Oregon divisions; 
General Tratiic Manager, J. C. Stubbs, late General Freight 
Agent; General Freight Agent, Richard Gray, late Assist- 
ant. 

The offices of General Manager and General Traffic Mana- 
ger are new on this roid. Itis u»derstood that President 
Stanford means to transfer some of the active duties of his 
position to the General Manager. 


Chicago, Burlington d& Quincy.—Mr. A. J. Spurr has been 
appointed Train- Master of the Chicago Division, with office 
in Aurora, IIl., in p ace of S. E. Crance, promoted to be Su 
perintendent of the St. Louis Division. 

Mr. C. B. Siuer isappointed Train Dispatcher avd Chief 
Operator of the Middle Iowa Division, with office at Ot- 
tumwa, Ia., in place of G. E. Simpson, who has gone to the 
Chicago, Milwaukee & St. Paul. 


Chicago & Eastern Illinois.—Mr. H. A. Rubidge is ap- 
pointed Auditor in place of A. 8. Dunham, resigned. 


Chicago, Milwaukee & St. Paul.—Mr. G. E. Simpson is 
appointed Superintendent of Telegraph, with charge of all 
the telegraph lines of the company. Office in Milwaukee. 


Chicago, Portage & Superior.—At a meeting of the board 
in Chicago, April 29, the follow ing directors were chosen to 
fill vacancies made by resignations: C. Lynde, Rock Island, 
Ill.; M. A. Fair, C. M. Osborn, W. G. Purdy, Thomas F. 
Witbrow, Chicago. The board elected Thomas F. Withrow 
President. Mr. Withrow is General Counsel for the Chi- 
cago, Rock Island & Pacific Company. 


Chieango & Western Indiana.—Mr. Roswell Miller has 
been chosen Second Vice-President and Treasurer. 


Cincinnati, Hamilton & Dayton.—Mr. J. H. Barrett ’s 
Superintendent of all the lines worked by this c mopany, 1n- 
cluding the Cincinnati, Hamilton & Dayton, the Cincinnati 
Richmond & Chicago, the Cincinnati, Hamilton & Indian- 
apolis and the Dayton & Michigan. 


Cincinnati, Wabash & Michiqan.—Mr. J. H. Craig has 
been appointed Auditor, with office at Elkhart, Ind. 


Columbus, Hocking Valley & Toledo.—Mr. J. D. Lott is 
appointed Auditor in place of T. J. Janney, resigned. Mr. 
w. N. Cott succeeds Mr. Lott as Paymaster. 


Davenport, Iowa d& Dakota.—The directors of this new 
company have el<cted officers as follows: President, H. M. 
Martin, Davenport, Ia.; Vice-President, H. W. Bailey, 
Tipton, Ia.; Secretary, H. C. Fulton, Davenport, Ia.; 
Treasurer, J. S. Stacey, Anamosa, Ia. 


Delaware & Hudson Canal.—At the annual meeting 
in New York, May 9, the following directors were chosen: 
John Jacob Astor, Legrand B. Cannon, David Dows, James 
M. Halstead, Adolphus Hamilton, Robert S. Hone, Hugh J. 
Jewett, Abiel A. Low, James Roosevelt, James R. Taylor, 
Abraham R. Van Nest, New York; Thomas Cornell, Kings- 
ton, N. Y.; Thomas Dickson, Scranton, Pa. ‘The board re- 
elected Thomas Dickson President. 


Duluth & Iron Range.—The directors of this company 
are: C. P. Bailey, B. Culver, J. D. Ensign, George C. Stone, 
H. F. Thompson, Duluth, Minn.; T. L. Blood, St. Paul, 
Minon.; R. . Lee, Charlemagne Tower, Charlemag e 
Tower, Jr., Philadelphia. The board has elected George C, 
Stone President ; H. F. Thompson, Secretary and Treas- 
urer ; R. R. Lee, Chief Engineer. 


East Tennessee, Virginia d& Georgia.—Mr. J. F. Mallory 
has been appointed Superintendent of the Macon & Bruns_ 
wick Division, in place of J. M. Edwards, resigned. Mr} 
Mallory was formerly Superintendent of the Western Di- 
vision of the Chesapeake & Ohio road. 


Indiana, Eloomington & Western.—At the annual 
meeting in Indianapolis, Ind., May 9, the following direc- 
tors were chosen: James D. Campbell, Austin Corbin, 
Joseph Dodd, Robert K. Dow, Frederick W. Dunton, Jobn 
L. Farwell, Charles Hanford, Benjamin S. Henning, Alfred 
Lilly, George F. Leighton, 8. Rogers Maxwell, Henry W. 
Maxwell, F. W. Peck. Messrs. Campbell, Dodd, Hanford 
and Leighton are new directors. 


Lake Shore & Michigan Southern.—The new hoad elected 
Wm. H. Vanderbilt President : Augustus Schell, Vice- 
President ; John Newell, General Manager ; Addisen Hills, 
Assistant General Manager: E. D. Worcester, Secretary 
and Treasurer ; N. Bartlett, Assistant Secretary and Assist- 
ant Treasurer ; Ashley Pond, General Counsel. Tre only 
change is the election of Mr. Pond as General Counsel in 
place of Mr. James Mason, of Cleveland. 


Lake Shore & Michigan Southern United Life Insurance 
Association.—At th2 annual meeting, May 3, the following 
directors were chosen: D. Morrisey, Elkhart, Ind.; Jotn 
Townsend, Adrian, Mich.; C. Close, Norwalk, 0.; O. Hay 
ward, R. H. Hill, George Pattison, James Raben, L. Stiles, 
Cleveland, O.; J. C. Hart, Erie, Pa.; W. W. Buffum, J. F. 
Lane, Buffalo, N. Y. The board elected T. 8. Lindsey Pres- 
ident; E. C. Luce, Vice-President; G. W. Crossette, Secre- 
tary and Treasurer; O. C. Getzen-Danner, Attorney and 
Counsel. 


Louisiana & Missouri River.—At the annual meeting in 
St. Louis, May 3, the following were chosen: President, C. 
Beckwith; directors, H. V. P. Block, J. J. Mitchell, W. H. 
Mitchell, J. P. Sebree, George Straut, R. P. Tansey; Secre- 
tary and Treasurer; C. H. Foster, Assistant Secretary, A. 
de Figretto. The road is leased to the Chicago & Alton 
Company. 


Memphis, Selma & Brunswick.—At the annual meetirg 
April 28, the following directors were chosen: J. J. Busby, 
Memphis, Tenn.; W. 8. Featherston, Holllv Springs. Miss ; 
J. M. Billups, Columbus, Miss.; E. O. Sykes, Ab: rdeen, 
Miss.: J. R. McIntosh, Okolona. Miss.; Frederick Wolffe, 
Montgomery, Ala.; Charles E. Lewis, Otto Plock. J. N. 
Seligman, New York. The borrd elected Frederick Woie 
President; J. J. Busby, Vice-Presicent; Max Caln, 
Secretary and Treasurer ; J. C. Griffin, Assistant Secretary 
and Assistant Treasurer ; Minor Meriwether, Attorney. 


Mexican Central.—Mr. Frederick L. Parker has been are 
pointed General Freight and Passenger Agent. He has been 


connected with the Central Vermont and the Fitckbu‘g - 


roads and has been recently Assistant to the President of the 





Atchison, Topeka & Santa Fe, 
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Minneapolis & St. Louis.—The board as_ reorganized 
has elected R. R. Cable President in place of W. D. Wash- 
burn, resigned. 


Nantasket Beach.—At the annual meeting in Boston last 
week the following directors were chosen: John L. Curtis, 
George R. Eager, W. H. Hill, Jr., J. B. Moores, R. M. Pul- 
sifer. 

Natchez, Jackson & Columbus.—Mr. Owen Meriwether, of 
Memphis, Tenn., is Engineer in charge of constructions. 


New York & Atlantic.—The directors of this company 
are: Rastus S. Ransom, Arthur D. Vinton, David M. Yeo- 
mans, Moses Taylor Pine, James Jourdan. Frank Butter- 
worth, Edward Schell, John C. Mills, Jesse Johnson, James 
Cheever, Edward A. Quintard, Lemuel H. Wilson, Samuel 
B. Dick. Mr. David M. Yeomans is President. 


New York, Ontario & Western.—Mr. C. C. Lovejoy has 
been appointed Superintendent of Bridges and Buudings. 
Mr. Lovejoy has recently had charge of the works on the 
New York side of the Hudson River Tunnel. 


New York Stock Exchange —At the annual meeting, May 
8, the following officers were chosen for the ensuing year: 
President, F. N. Lawrence; Chairman, James Mitchell; 
Vice-Chairman, Alexander Henriques; Secretary, B. O. 
White; Treisurer, D. C. Hays; Trustee of Gratuity Fund, 
James M. Fuller; Goverving Committee, for four years, 
Donald Mackay, Henry Meigs, A. Wolff, Jr., Clarence S. 
Day, Nelson Robinson, Rudolpna . a Wm. Adams, 
Thomas Denny, James D. Smith, N. W. T. Hatch; for two 
years, to fill vacancy, W. A. Bowron; for one year, to fill 
vacancy, Charles M. Stead. 


New York, Susquehanna d& Western.—At th» annual 
meeting last week the following directors were chosen: G. A. 
Hobart, Paterson, N. J.; Charles Siedler, Jersey City, N. J.; 
R. F. McCabe, Scranton, Pa.; R. K. Dow, Claremont, N. H.; 
Isaac T, Burr, Boston; Simon Borg, Wm. 8S. Dunn, John L. 
Farwell, A. D. Juillard, Henry Marks,Charles Minzesheimer, 
F. A. Potts, J. 8. Rogers, New York. The new directors 
are Messrs. Burr avd Farwell, who succeed A. L. Lee and 
W. O. McDowell. The board elected F. A. Potts President: 
J. P. Rafferty, Secretary; R. T. Chapel, Treasurer. 


Ohio Central.—Mr. John E. Martin has been appointed 
General Superintendent. He was formerly President and 
Superintendent of the Evansville & Terre Haute road. 


Oregon & California.—At the annual meeting in Port- 
land, Or., April 25, the following officers were chosen : 
President, Henry Villard ; Vice-President, Richard Koehler; 
Second Vice-President, J. N. Dolph : Secretary and Treas- 
urer, George H Andrews; Assistant Secretary, H. H. Wyn- 
dale, New York ; Assistant Treasurer, Anthony I. Thomas, 
New York. 

Oregon Railway d& Navigation Co,-—Mr. J. M. Fillmore 
bas been appointed Superintendent of the Railroad Division 
of this company’s lines. He was formerly Superintendent of 
the North Pacific Coast road, and more recently of the Ore- 
gonian Railway. 


Pennsylvania Railyoad Leased Lines.—At the annual 
meetings held this week the following officers were chosen 
for leased lines in New Jersey: 

Pemberton & Sea-shore.—Directors, Strickland Kneass, 
E. T. Green, Edmund Smith, Wistar Morris, W. P. Short- 
ridge, Henry M. Phillips, Henry D. Welsh, John P. Wetberill, 
A. M: Fox, W. L. Elkins, H. H. Houston, G. M. Dorrance, 
J. 8S. Buckelew; President. Strickland Kneass; Secretary 
and Treasurer, James R. McClure; Transfer Agent, R. D. 
Keen, Freehold & Jamesburg Agricultural.—Directors, 
Strickland Kneass, Edmund Smith, J. 8S. Buckelew, Lewis 
Perrine, S. B. Oviatt, Hal. Allaire, Jacob B. Rue, Alexander 
M. Fox, Henry D. Welsh, Clifford Stanley Sims, Tames R. 
McClure; President, Strickland Kneass; Secretary, James 
R. McClure; Treasurer, W. Taylor; Transfer Ageut, R. D. 
Keen. Philadelphia & Long Branch.—Directors, W. L. 
Dennis, Warren E. Dennis, E. W. Jackson, C. B. Thurston, 
W. J. Sewell, J. S. Buckelew, G. B. Roberts, Edmund 
Smith, Strickland Kneass, G. M. Dorrance, A. M. Fox, 
Henry D. Welsh, Robert E. Pettit; President, G. M. Dor- 
rance; Secretary, James R. McClure; Treasurer, W. Taylor; 
Transfer Agent, R. N. Keen. 

The following were chosen officers of leased and con- 
trolled companies at meetings held in Philadelphia, May 1: 
Chartiers.—President, G. B. Roberts; directors, Alexander 
Biddle, J. N. DuBarry, S. M. Felton, Strickland Kneass, 
Wistar Morris, N. Parker Shortridge. Sunbury & Lewis- 
town—President, Aaron Fries; directors, James H. Camp- 
bell, Josiah Hart, Samuel G. Lewis, John W. Moffly, Geo. 
Shannon, Stephen Green. Tyrone d& Clearfield.—Presi- 
dent, J. N. DuBarry; directors, Strickland Kneass, Wistar 
Morris, Henry M. Phillips, G. B. Roberts, N. P. Shortridge, 
Edmund Smith. Shamokin Valley & Pottsville.—President, 
G. B. Roberts; managers, Wistar Morris. J. N. DuBarry, 
Jacob P. Jones, A. J. Cassatt, Edmund Smith, John Green ; 
Secretary, Stephen W. White. Sunbury, Hazleton & Wilkes- 
barre.—President, J. N. DuBarry; directors, D. B. Cum- 
mings, Wistar Morris, H. M, Phillips, G. B. Roberts, Edmund 
Smith, J. Price W-therill. Pomeroy & Newark.—Directors, 
Strickland Kneass, Edmund Smith, J. N. DuBurry, John P. 
Wetherill, Henry D. Welch, Wistar Morris, S. M. Felton ; 
Secretary and Treasurer, James R. McClure. East Brandy- 
wine. & Waynesburg.—President, John Cornog; directors 
William M. Morton, T. M. Storb, Amos Diller, Strickland 
Kneass, B. F. Kinzer, J. N. DuBarry, S. M. Felton, Wistar 
Morris, G. M. Roberts, James R. McClure, Edmund Smith, 
N. P. Shortridge. Lewisburg d& Tyrone.—President Strick- 
land Kneass; directors, G. B. Roberts, Edmund Smith, Wis- 
tar Morris, Eli Stifer, James P. Coburn, Samuel C. Stewart: 
James R. McClure, Secretary and Treasurer. 


Pleasantville & Ocean City.—At a recent meeting in Cam- 
den, N. J.. the following officers were chosen : President, 
George Wood ; directors, Israel G. Adams, Israel S Adams, 
Strickland Kneass, John Moore, George B. Roberts, Wm. 
Robinson, Wm. J. Sewell, N. Parker Saortridge, Charles P. 
Stratton, Walter Wood ; Secretary, Edwin Bettle. The road 
is now controlled by the Pennsylvania. 


Port Huron & Southwestern,—The following officers have 
been chosen: President, John P. Sanborn ; Secretary and 
Treasurer, F. L. Wells ; Manager, H. McMorran. 


Rochester _& Irondequoit.—At the annual meeting in 
Rochester, N. Y., May 8, the following directors were 
chosen: Wm. Emerson, T. A. Summers, m. H. Crennell, 
H. J. Taylor, P. B. Hule:t, B. W. Tone, Wm. C. Bush, A. J. 
Armstrong, Simon Stettheimer, H. F. Shoemaker, Wm. 
Purcell, B. F. Simpson, Mortimer Wilkie. 


Sabine & East Texas.—Mr. Jobn B. Morford is appointed 
Generul Supermtendent, with offi‘e at Beaumont, Tex., in 
lace of R H. Cousins, who remains on the road as Chief 

pgineer. 


Sayinaw, Tuscola & Huron.—The officers are: W. L. 
Webcer, President; E. T. Judd, Secretary and Treasurer; 
a . McMillan, Superintendent. Offices at East Saginaw, 

ich. - aed . 








St. Louis, Council Bluffs & Orvaha.—At the annual meet~ 
ing in St. Louis last week the following directors were 
chosen: John R. Lionberger, John Jackson, G. B. Allen, 
Wm. Taussig, Julius Walsh, A. L. Hopkins, [Robert An- 
drews, Thomas E. Tutt, James Cheney, James F. Howe, 
B. W. Lewis, Solon Humphreys, O. D. Ashley. The road is 
worked by the Wabash, St. Louis & Pacific. 


St. Louis, Iron Mountain & Southern.—Mr. Wilson Gar- 
rison is appointed Master Mechanic in charge of the shops at 
Texarkana, which are used both by this road and the Texas 
& Pacific. Mr. Thomas Ormerod continues Foreman of the 
- omy shops and Mr. W. J. Arthur Foreman of the car 
shops. 


St. Paul, Minneapolis & Manitoba.—The following circu- 
lars from General Manager A. Manvel are dated St. Paul, 
Minvn., May 1: 

‘*Mr. E. B. Wakeman is this day appointed Assistant Gen- 
eral Superintendent of the line, with headquarters at St. 
Paul. He will still perform the duties assigned to bin as 
Superintendent of Transportation, and will, in addition, 
have general charge of the train and station service, and his 
orders will be respected accordingly.” 

‘*Mr. C. O. Wheeler having resigned as Superintendent of 
Northern Division, Mr. D. K. Smith is appointed Division 
Superintendent, with mp ed gs at Crookston, and will 
have charge of the lines north of Fergus Falls, including the 
line from Breckenridge to Barnesville. Mr. E. J. Evans is 
appointed Assistant Superintendent of Northern Division, 
with headquarters at Fergus Falls. Resignation and appoint- 
ments in effect from this date.” 


San Francisco & North Pacific.—Mr. Charles Thorn, Jr., 
= appointed General Freight Agent in place of W. D. 
ason. 


Savannah, Florida & Western.—The following circulars 
from this company are dated Savannah, May 1: 

‘““W. B. McKee is hereby appointed Comptroller. 

“A. A. Aveilhé is 7, appointed Purchasing Agent, 
vice W. B. McKee, appointed Comptroller.” 


Schuylkill & Lehigh.—At the annual meeting in Philadel- 

hia, May 1, the following were chosen: President, J. N. 

utchinson ; directors, G. A. Nicholls, G.DeE. Keim, George 
F. Baer, George D. Stitzel, H. 8. Eckert, Moses K. Graeff; 
Secretary, J. Y. Humphrey; Treasurer, R. B. Kinsey. The 
road is controlled by the Philadelphia & Reading Com- 
pany. 

Seaboard & Roanoke.—At the annual meeting in Norfolk, 
Va., last week, the following were ckosen: President, John 
M. Robinson; directors, D. A. Barnes, Richard Dickson, 
Nalbro Frazier, R. C. Hoffman, Moncure Robinson, Jr., 
Enoch Pratt. 


Shenandoah Valley.—At the annual meeting in Front 
Royal, Va., May 3, the old board was re-elected, except 
that John F. Bul itt, of Philadelphia, was substituted for 
Joseph T. Wright. The board re-elected F. J. Kimball 
President; U. L. Boyce, Vice-President: G. R. W. Armes, 
Secretary; Wm. G. Macdowell, Treasurer; Joseph H. 
Sands, Superintendent; Charles P. Hatch, General Freight 
and Passenger Agent; J. W. Cox, Auditor and General 
Ticket Agent. 


South Carolina.—The present board of directors is as 
follows: Wm. H. Brawley, Andrew Simonds, Charleston, 
S. C.; Frederick Hardy, James J. Higginson, T. Bailey 
Myers, Percy R. Pyne, Samuel Sloan, Francis A. Stout, 
Henry P. Talmadge, New York. Mr. Henry P. Talmadge 
is President. 


Tennessee & Sequatchie Valley.—Mr. Charles Clinton is to 
be General Manager. 


Texas & St. Louis.—The officers of this road are now as 
follows : General Superintendent, J. B. Van Dyne; Au- 
ditor, H. G. Askew ; General Freight and Passenger Agent, 
George W. Lilley ; Chief Engineer, C. F. Stephens. 


Toledo, Cincinnati & St. Louis.—Mr.T. H. Beale has 
been appointed General Freight and Passenger Agent, with 
office in Toledo, O., in place of T. W. Lippincott, resigned. 

Mr. C. C. Clarke has been appointed Superintendent of 
the [ron Division, with office at Ironton, O. This division 
was formerly the Iron Railroad. 


Wilmington & Northern.—At the annual meeting in 
Coatesville, Pa., May 1, the following directors were chosen: 
George Brooke, H. I, Dupont, Richard E. Ely, A. L. Foster, 
John $8. Gerhard, Charles Huston, Charles Wheeler. The 
board re-elected H. I. Dupont, President : P. 8S. Ermold, 
Secretary and Treasurer; J. H. Thompson, General] Superin- 
tendent and Engineer. 


PERSONAL. 


~Mr. C.C. Church has resigned his position as General 


Agent at Kansas City for the Southwestern Railway Asso- | p, 


ciation. 


—Mr. J. 8S. Noble has resigned his position as Superin- 
tendent of the Transcontinental Division of the Texas & 
Pacific road. 


Mr. C, O. Wheeler has resigned his position as Superin- 
tendent of the Northern Division of the St. Paul, Minneap- 
olis & Manitoba road. 


—Mr. S. M. Manifold has resigned his position as Super- 
intendent of the York & Peachbottom Railroad. He has 
been connected with the road almost from its first begin- 
ning. 


—The Chicago Tribune says that Gen. John M. Corse 
President of the Toledo, Cincinnati & St. Louis Railroad 
Company, and the hero of Allatoona Pass, will be married 
— 22 next at Winchester, Mass., to Miss Frances Mc- 
Nell 


—Col. Edward B. White died at his residence in New 
York, May 10, aged 76 years. Col. While was a graduate 
of West Point and served several years in the army, after- 
wards settling in Charleston, 8S. & He was engineer in 
charge of the construction of the Northwestern and the 
Chevan & Darlington roads, but afterwards turned_his 
attention chiefly to architecture. He removed to New York 
several years ago. 





TRAFFIC AND EARNINGS. 


Chicago Lumber Traffic. 
Receipts and shipments of lumber at Chicago, Jan 1 to 


May 4, have been : 

1882. 1881. Increase.’ P.c. 
Receipts............ 267,442,000 116,054.000 151,388,000 130.0 
Shipments.......... 592,307,000 362,613,000 229,694,000 63,3 


The vast increase in receipts may be accounted for by the 
fact that Lake Michigen was open nearly every month this 
ear, and shipments on it were active after February, while 
st year it was ~—T May before much could be done. 
This, however, does not account for the increase of ship- 


meuts from Chicago. Doubtless the severe weather last year 
reduced the winter demand and the ability of the railroads 
to carry lumber at the same time, but hardly to the extent 


shown above. 
Railroad Earnings. 


Earnings for various periods are reported as follows: 
Four months ending April 30: ' 
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1882. 1881 Inc. orDec. P.c. 
Bur.. Ced. Rap. & No. $880,864 $625,490 I. $255,374 40.9 
Central Pacific.... .. 7,599,144 6.639,132 I. 980,012 144 
Chi. & Eastern Ill... 538,7 98.282 I, 40. 81 
Chi., Mil. & St. P.... 5,891,000 3.850.499 I. 2,040,501 53.0 
Chi. & Northwest.... 6,423,666 4,857.278 I. 1,566,: 32.3 
Cleve., Ak. & Col... 149,035 132,841 I. 16,194 12.2 
Det., Lun. & No..... 497,004 380,103 I. 116,901 30.7 
Great Western. ..... 1,584,168 1,°27,924 D. 143,756 8.3 
Mann. & St. Jo... .. 496,003 644,443 D. 440 7.5 
lll. Central, Ll. lines. 2,189,621 1,908,829 I. 280,792 14.7 
Iowa lines ... ..... 597,913 467,233 1. 130,680 28.2 
Ind., Bloom. & West. 783,748 746,748 I, 37,010 4.9 
Kan. City, Ft.8.&G. 557.556 484,413 I. 73143 #151 
Lake Erie & West..... 432,127 394,988 L 47,139 9.4 
Long Island.... ..... 53° 569 477,504 1. 58.065 12.1 
Louisv. & Nash..... 3,919,849 3,420,905 I. 528,044 15.5 
Mo. Pacific lines : 
Central Brancb... 268,529 279.927 D. 11.398 4.1 
Int. & Gt. No...... 868,934 799,518 L. 69,416 8.7 
Mo., Kan. & Tex 1,711,080 1,494,862 I. 216.218 14.5 
mo. Pacific.... .... 2,118,980 1,835,637 I. 283.3143 15.4 
St. L.. I. M. & So.. 2,184,482 2,384.048 D. 199,466 8.4 
Texas & Pac ...... 1.258,883 1,156,951 I. 101,932 8.8 
Mobile & Ohbio..... . 617,510 835.579 D. 21,069 26.1 
Northern Pacific..... 1,330,800 574,505 I. 756,295 131.7 
st.L.,.A.&T. H.— 
Main Line... ...... 395,377 472,312 D. 76.935 16.3 
Belleville Line..... 259,424 268,009 D. 8.585 3.2 
St. L. & San Fran.... 1,019,204 918.018 I. 101,186 11.0 
St. P.. Mien & Man.. 1,915,713 = 1,160,317 L. 755,396 863.2 
Scioto Valley..... .. 148.936 98,900 I. 50.036 5.0 
Tol., Cin. & St. L..... 292,478 181,665 L. 110,813 60.9 
Union Pacific.... ... 8,409,787 6,220,554 I. 2,189,4°3 35.2 
Wabash. St. L.& P.. 5,058,702 3,775,613 I. 1,283,089 34.0 
Three months ending March 31: 
ea 733 $629,342 I. $57,391 9.1 
Eur. & No. American 118.805 103,831 1. 14,974 14.4 
Utah Central......... 360.497 ........ +i, Sein ebhwiher ee. este 
Net earnings....... WEEE, ‘ccacsacaem wenbsbdaaacacs. "kamen 
Month of March: 
Eastern... ... ...... $255,890 $238,594 I $17,296 7.2 
Eur. & No. American 47.132 41,505 IL 5,677 13.6 
Utah Central......... SERA Séeccnttes Skbsccbacthves 


Month of April: 





Bur., Ced. Rap. & No. $178,304 $184, D. $6,376 3.4 
Central Pacific....... 2,052,000 1,872,370 I. 179,630 9.6 
Chi. & EasternIll.... 126,284 134,070 D. 77 5.8 
Chi. & Gd.~runk ... 194,122 126,760 I. 7.362 52.0 
Chi., Mil. & St. P..... 1,578,000 =1,249,946 I. 258,054 20.5 
Chi. & Northwest .. 1,634.819 1,474,611 I. 160,208 10.8 
Cleve., Ak. & Col.... 39,874 35.353 L 4,521 12.9 
Col.,H.Vy.& Tol... 231,927 189,667 I. 42,27 22.3 
Det., Lan. & No.... 29,056 111.426 I. 17,630 15.9 
Hann. & St.Jo...... 148,913 190,812 D. 41,599 21.9 
ll. Central, Ill. lines. 536,408 503,754 L 2,674 6.5 
owa lines.......... 38,195 158,759 D. 20.564 130 
Ind., Bloom. & West. 205,934 203,677 I. 2,257 1,1 
Kan. City, Ft.8.&G. 151,463 162,185 D. 10,722 6.7 
Lake Erie & West... 112.071 106 398 I. 5,673 5.8 
Long Island ......... 57,736 142,995 I. 14,741 10.2 
Louis. & Nash.... ... 950,007 850,862 I. 99,145 11.6 
Mo. Pacific lines: 
Central Branch.... 59.371 87,134 D. £7,763 31.9 
Int. & Gt. No....... 229,145 183,482 1. 45,663 25.0 
Mo.,Kan.&Tex... 444,195 393,445 IL. 50,750 12.9 
Mo. Pacific.... .... 541,142 537,561 I 3,581 0.7 
st. L.,I.M.&So... 581,97 548,300 I. 33,677 6.1 
Texas & Pacific.... 359,543 295,066 I. 64,477 21.8 
Mobile & Ohio. . . a 163,550 D. 18.278 11.1 
Northern Pacific. .... 5 216,210 J, 221.7 102.7 
Obio Southern .. ... 24,662 I. 4,378 17.7 
SS. &., A. & FT. 2B. 
Main Line.......... 91,507 133,337 D. 41,830 314 
Belleville Line..... 65,943 64,119 I. 1,833 2.9 
St. L.& San Fran.... 242,806 265,298 D. 22,492 8.5 
St. P., Minn. & Man. 570,890 425,685 I. 145,205 34.2 
Sciote Valley........ 40,867 26,407 I. 14,460 55.5 
Tol., Cin, & St. L..... 76,626 47,501 I. 29.125 61.3 
Union Pacific........ 2,462, 04 1,766,894 I. 695,110 39.4 
Wabash, St. L. & P.. 1,378,194 1,023,482 I. 354,712 34.7 


First week in May: 
Denver & R.G....... $135,930 $111,673 I. $24,257 


For a number of the figures giveu above we are indebte 
to the Commercial anil Financial Chronicle. 
Coal Movement. 


Anthracite tonnages for the four months onting Sack 20 . 
are reported as follows, the tonnage in each case being only 
that originating on the line to which it is credited: 

1882. 1881. Ine. or Dec. P.c. 
Phila. & Reading........ 1,801,552 1,809,013 D. 7,461 0.4 
Nor. Central, Shamo- 


kin Div., and Summit 


. 


an 


a 


DE ssceccs se:c0 GER SE 313,167 1. 7,784 2.5 
Sunbury, Hazleton & 

Wilkesbarre.... oese 12,273 1,666 I. 10,607 636 
Pennsylvania Canal..... 46,422 34,858 I. 11,564 483 
Cen. of N. J.,Lehigh Div. 1.284.305 1,303,330 D. 19,025 } 
Lehigh Valiey........... 1,597,610 1.654.679 D. 57,069 3. 
Pennsylvania & N. Y.... 57,348 21,339 I. 36,009 164 

el.,Lacka. & Western.. 1,224,823 1,256,898 D. 32,075 2 
Del. & Hudson Canal Co. 974.232 1,091,662 D.117,430 10 
Pennsylvania Coa] Co... 320,703 347,460 D. 26,757 7 
State Line & Sullivan... 15,941 1¢,868 D. 3,92 19, 


NuendQnnoe 





Total anthracite ...... 7,656,160 7,855,840 D. 197,780 2.5 
The tonnage of anthracite for the corresponding period 
for six years has been: 
.-- 7.656160 | 1879... ... 
... 7,853,940 | 187%..... .. .. 4,100,651 
#6 753,492 | 1877 ... 5,752,446 
Anthracite trade continues extremely dull, and prices are 
very weak, though the companies make a show of maintain- 
ing them. The production still appears to be too great for 
the demand. 
The anthracite coal tonnage of the Belvidere Division 
Pennsylvania Railroad, for the four months was as follows: 










- 7,021,164 








1882. 1881. Inc. orDec. P.c. 

Coal Pert for shipment... 8,456 7100 - i, 2877 9.7 
S. Amboy for shipment. ...226,647 207,611 I. 29.036 13.9 
Local pvints on N. J. lines.224,119 245.32 D. 21,713 8.8 
Co.’s useon N. J. lines. .... 43,892 35,291 I. 8,601 24.5 
WON cin histe stn: Se enes 513,114 495,913 I. 17.201 3.5 


Of the total this year 397,615 tons were from the Lehig 
Region and 115,499 tons from the Wyoming Region. 

Actual tonnage of coal passing over the Pennsylvania & 
New York road for the five months of its fiscal year from 
Dec. 1 to April 29 was: 








1882. 1881. Inc. or Dec. P.c. 

Mtn, on. eins sisiesed 408,071 347482 IT. tO9osy 17.9 
Bituminous .167,665 1#3,( 28 D. 15,363 8.4 
Wiss shindesekad scorers 575,736 530,110 I. 45,626 8.6 


Semi-bituminous tonnages reported for the four months 
are as follows : 








182. 1881. Inc. or Dee. P. c. 

Cumberland ............. 465,305 515,807 D. 50,502 9.8 
Huntingdon & BroadTop.. 82,373 80,677 I. 1,696 21 
East Broad Top .. 83,065 23,448 I. 9617 411 
Tyrone & Clearfield. ...... 906,682 742,744 I. 163,938 22.1 
Bellefonte & Snow Shoe... 7. 847 28,735 L 39,162 136.4 
Total semi-bituminous.. 1,555,322 1,391,411 1,163,911 11.8 





Clearfield production is very large this year. The Cum- 
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berland output is still stopped by the strike, and there is no 
appurent prospect of a resumption of work. 

“htaal tonnage passing over the Huntingdon & Broad Top 
road for the four months was: 





882. 1881. Increase. P. c. 

Broad Top coal....... .... $2,373 80,677 1,696 21 
Cumberland coal.......... 5, 42 21,904 34.5 
ER eae eer ee 167,703 144,103 23,600 16.4 


The Broad Top coal is mined on the line ; the Cumberland 
carried through for the Peunsylvania Railroad. 
Shipments of Cumberland coal away trom the region for 
the four months were as fullows: 
1882. 1881. Inc. or Dec. P.c. 


By Balt. & Ohio R. R ...........887,309 427,047 D. 39.738 9.1 


By Bedford Div., Pa. R. R...... 74,342 53278 1 21,564 404 
By Cues, & Ohio Canal......... 4,558 43,765 D. 39,207 89.5 
Total.... .. . ..466,709 524,090 D. 57,381 10.9 


Of the coal carried from the mines to Cumberland tbis 
year, the George’s Creek & Cumoerland road has carried 
48,275 tons, or 10.3 per cent. 

bitumincus tonnages reported for the four months are as 
follows: 


1882. 1881. Inc. or Dee. P. c. 
Barclay R. R. & Coa} Co... . 131,717 145,732 D. 14,015 94 
Pa. R.R, Allegheny Region. 165,06L 9:,953 I 72,1 77.5 
Peon an! Westm>reland ... .980 277.605 I. $151,355 45. 
West Penna. R.K ... . ..... 117,253 114,636 I 4.619 4.1 
Southwest Peona, R. K. ..... 18.218 11,120 LL. 7,098 63.8 
Pitisburgh Regiva, Pa. R.R.. 228.6 L 216.1359 I. 12,462 5S. 


Total bituminous.........1,069,812 856,185 I. 213,627 24.9 

Bituminous trade shows a general improvement, wito 
some local drawbicks. It is stated that the sLipments from 
the bituminous regions of Northwestern Pennsylvania show 
a heavy increase this year; but we have no definite 
figures. 

Coke tonnages reported for the four months are as fol- 
lows: 








1882. 1881. Increase. P.c. 
Bellefonte & Snow Shoe ...... 8,005 2,777 5,228 181.1 
Allegheny Region, Pa.R.R... 36,573 33,777 2,796 $2 
Penn and Westmoreland .. ... 92,039 67,29 24,810 37.0 
West Penna. R.R..... ....... 42,723 38,652 4,071 10.5 
Southwest Penna. R. R. ...... 612,126 495,548 116,578 23.6) 
Pittsburgh Region, Pa. R.R... 244,519 205,194 39,3825 19.2 
Tedal GOS... . .ccnns000s 1,035,985 843,177 192,808 22.9 


Coke traffic showsa steady increase. The tonnages given 
above all for the Pennsylvania Railroad and branches. No 
definite figures are published for the river trade from Pitts- 
burgh, which is very large. 

The coal tonnage of the Pennsylvania Railroad (main line 
and branches in Pennsylvania) for the four months ending 
April 29, was as follows: 








1882. 1881. Increase. P.c. 

Anthracite......... .... 469,222 456,894 12,328 2.7 
Semu-bituminous........ 1,150,581 902,458 248,123 27.5 
Bituminous............. 938,095 710,453 227,642 32.1 
PLeSSaas Siacnescee 1,035,985 843,177 192,808 22.9 
WOOO 0s dads sencgmedes 3,593,883 2,912,982 680.901 23.4 


The increase this year is very_large. The tonnages for 
January of this year were 810,571; February, 823,788; 
March, 1,114,894; April, 844,630; total, 3,593,883 tons. 

Coal shipments from the miues about Ricb Hill, Mo., in 
March, were: By Missouri Pacific, 1,036 car-leads; by 
Kansas City, Ft. Scott & Gulf, 763 car-loads; total, 1,799 
car-loads, or about 29,580 tons. 

During the month of April the Tennessee Coal, Iron & 
Railroad Co. shipped over its road from Tracy ce A Tenn., 
11,022 tons of coal and 9,506 tons of coke. Total shipments 
to April 80 were 48,643 tons of coal and 39,367 tons of 
coke. 

Southern Railway & Steamship Association. 

The following circular to members has been issued by 
General Commissioner Powers, under date of May 5: 

“On Jan. 16 Lissued Circular Letter No. 20, in reference 
to the adoption of uniform form of bills of Inding by all 
lines, members of, or working with the Association. 

** Accompanying that circular I sent you several copies of 
each form of the bill of lading proposed by the Rate Com- 
mittee, and requested the return of one of each form with 
your approval or dissent indorsed on the same. So far I 
have received but very few replies. : 

** Please refer to Circular Letter No. 20, Series 1881-82, 
and the forms accompanying the same, and advise me as 
early as — whetber you approve or disapprove the 
forms. Note remarks in circular in reference to fire clause 
and in reference to the time allowed for removal of 
freights. 

“Tt 1s necessary, if the forms are adopted, that they 
should be in use sometime before the opening of the busy 
season. Hence the necessity for an early reply.” 


Grain Movement. 


For the week ending April 29, receipts and shipments of 
grain of al] kinds at the eigbt reporting’ Northwestern 
markets and receipts at the seven Atlantics ports have been, 
in bushels, for the past six years: 


Yaar Northwestern Northwestern ge oe f Atlantic 

* ‘receipts. Total. By rail. *54,% receipts, 
1877.... 3,396,193 4,521,713 1,341,677 29.7 2.196.090 
1878.... 4,844,507 4,591,246 1,056,155 23.0 3.090, 700 
1879... 297, 558,360 2,931,082 64.3 4,023,227 
1880.... 4,750.407 4,361,722 1,159,369 26.6 4,424.936 
1881.... 4,184,871 3,778,676 3,069,926 81.3 5,181,770 
1882 ... 3,903,043 3,463,298 1,398,757 40.4 1,906,570 


The receipts of the Northwestern markets, though smaller 
than in the corresponding weeks of 1881, 1879 and 1878, 
were still very large—10 per cent. larger than the week be- 
fore, and the largest since last October. The shipments of 
these markets were smaller than in any corresponding year 
since 1875 and a trifle less than the week before, but with 
that exception they were the largest since Nov. 12, last. 


The rail shipments were larger than in the corresponding | 


week of any provious when navigation was open exceyt 
1876, when it was the first week of the great railroad war 
of that year. This year 126,544 bushels went down the 
M ssissippi. The Atlantic receipts were smaller than in any 
correspouding week for nine years at least, and 3,275,000 
bu-hels (63 per cent.) less than last year. They were alittle 
larger thah the week before, however, and the largest for 
ten weeks, 

Of the Northwestern receipts, Chicago had 43.5 per cent., 
St. Louis 17.1, Peoria 12.7, Toledo 12, Detroit 6.7, Mil- 
wauke> 5.1, Clevelind 2.6, and Duluth 0.3 per cent. The 
gains of the week are at lake ports: St. Louis and Peoria 


OS8e. 

Of the Atlantic receipts New York had 50.3 per cent., 
Bosron 17.5, Phtladelphia 15.4, Baltimore 9.6, New Orleaus 
5 6, Portland 1.3.and Montreal 0.3 per cent. Compared 
with th: previous week New York, Boston and Baltimore 
gain, Philadelphia und New Orleans lose. It was during 
this a that ti.ere were the first receipts at New York by 
cana 

The exports of the week were 993,842 bush2ls, of which 
68.8 per cent. went from New York, 16.9 from Baltimore, 


7.1 from Philadelphia, 5.7 from Bosion, 1.5 from Port- 
land and 98 bushels from New Orleans. The 
exports for the week ending May 2 were 781,877 bushels of 
grain and 36,395 barrels of flour, agaiast 2,397,558 bushels 
of grain and 104,271 barrels of floar in the corresponding 
week, and 3,665,175 bushels of grain and 96,391 barrels of 
flour in the corresponding week of 1880. 

For the two weeks ending May 6 receipts and shipments 
at Buffalo were: 





Receipts. Shipments. 
cg. eee Nisitinas cade ae 1,411,950 
By waier....... eeseees 3,417,800 2,174.00 
1 ARERR See 4,066,585 3,585,950 


Last year at this time the canal was not open and not 
more than one or two cargoes had been received by lake. 
Not a sixth of the receipts and but two-fifths of the sbip- 
m3ts were by rail this year. 

For the same two weeks ending May 6, receipts at four 
Eastero ports were: 
Bushels. New York. Boston. 
1882.... 2.730.441 881,655 
I88L.... 3,444,639 1,059,757 
P. c. of total: 

60 6 19.2 12.2 8.0 100.0 
5 16.7 10.0 18,7 100.0 

This year Baltimore alone has a smuller proportion than 
last. Tt and Puiladelphia together have 20.2 per cent. ol 
-he whole, against 23.7 last year. 


Phila. Baltimore. 
550,050 866,755 
629.240 1,181,654 


Total. 
4.588.871 
6,315,250 


Chicago and Milwaukee Receipts. 


For the first week of May receipts have been for four 
successive years: 
Chicago: 


1879. 1880. 1881. 1882. 
Grain, bush...... 2,237,566 2,782,250 1,372,527 1,969,057 
Flour, bbls. ..... 59.0 6 56.943 65.949 55,983 
BOR, NO os ccccces $4,358 141,592 109,98) 121,170 
Milwaukee: 
Grain, bush...... 506,654 316,178 253,325 183,175 
Fiour, bbis....... 38,748 41,039 45,128 65,9226 
Hogs, No......... 3,244 5,089 5,747 9,471 


The receipts of grain are considerably larger this year 
than last, but much less than in the other two years. 

Reducing flour to grain, the receipts of grain and flour at 
both places during the week were: 

1879 1880. 1881. 1882. 

Bushels. .. 3,188,208 3,539,347 2,125.698 2,700,822 

This year the receipts are 575,000 bushels (27 per cent.) 
more than last year, but 838,500 (232g per cent.) less than 
in 1880, and 487,000 (1514 per cent.) less than in 1879. 


Iowa Trunk Line Association Rates, 
Commissioner Daniels gives notice that hereafter on all 
business from Boston, New York, Philadelphia, Baltimore 
and points common thereto, destined to Council Bluffs and 
beyond (except California and Colorado business, and busi- 
ness to points on the Denver & Rio Grande Railroad), car- 
ried via all-rail routes to destinations, the following arbitra- 
ries will apply, regardless of what rutes may prevail to 
Detroit, Toledo, Chicago, or Mississippi River points: 
1st. 2d. 3d. 4th 

Toledo or Detroit.......... --» SL 64 47 33 
Chicago or Milwaukee aia atone ee 59 43 30 25 
EE MSG) seucancye ten caeete 70 5a 40 27 2: 


On business way-billed to Buffalo, Pittsburgh, or other 
termini of the trunk lines, and thence rebilled to points in- 
cluded ,in this Association, or on business coming from 
— points, the local rates will govern as arbitraries 
West. 


Sth. 
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Western Railroad Weighing Association. 
The Western Railroad Weighing Association, during the 
month of April, weighed 42,260 cars of freight, against 
48,161 cars during the month of March, a decrease of 5,901 
cars. The exhibit, considering the small movement in grain 
at present, is still a good one. 


Southwestern Railway Association. 

At the meeting of this Association in St. Louis, April 29, 
the proceedings referred to the Sou hwestern lumber pool. 
At a previous meeting held in Chicago it was decided to ap- 
point a Board of Arbitration to consist of prominent lumber- 
dealers—one from Chicago and the other four from the 
Mississippi River districts—to agree upon the differences in 
rates to be made from their respective districts to Missouri 
River points. To this arrangement the Chicago lumber- 
dealers objected, claiming that being one to four they would 
not have a fair show. It was therefore found necessary to 
make a more satisfactory arrangement. For this reason 
it was agreed at Saturday’s meeting to change the Board of 
Arbitration as follows: The four arbitrators from the 
Mississippi River districts to select a fifth, and those to agree 
upon the differences in rates to be made from their respec- 
| tive districts to Missouri River points. Then the Mississippi 

River arbitrator to select one man to meet the arbitrator 
fiom the Chicago district, and these two to select a third 
man. ‘These tbree arbitrators then to agree upon the differ- 
ences in rates from Chicago as against the differences in 
rates from Mississippi River districts. 

An arrangement was also made to take into the pool the 
business from the old Missouri, Kansas & Texas line— 
namely: business from Hannibal and St. Louis via Sedalia 
and Holden to Junction City, southwest of Kansas City. 
This arrangement is to date back from March 1. 


Tricks of the Trade. 

A telegram from St. Louis, dated May 5, says: “It has 
been rumored for some days past that the east-bound rates 
from this city are not maintained, but nothing detinite re- 
garding the break could be learned, all the roads maintain 
ing that they were strictly adhering to the tariff rates. Yet 
the fact that a meeting was held here yesterday for the 
purpose of investigating charges against certain roads was 
positive proof that the rumor was not gronndless. * * I[t 
appears that a short time ago the Wabash preferred 
charges against the Indianapolis & St. Louis for violating 
the east-bound pooling arrangement. The charge was that 





the Indianapolis & St. Louis had been making out half- 
number way bills, the full number only being reported to 
the Commissioners, while the half-numbers were not  re- 
| ported at all. An investigation was ordered by Commis- 
sioner Fink, and the discovery was made that not only the 
| Indianapolis & St. Louis had been playing the trick of 
| makiug out half-number bills, but that the Wnbash, which 
preferred the charges against the Indiananvolis & St. 
Louis, had been guilty of the same offense, only on a larger 
|seale. It was found that the Indianapolis & St. Louis had 
| billed 600 tons of freight which had not been reported, 
| while the Wabash had billed out 3.000 tons of.which no 
report was made, The meeting yesterday was for the pur- 
| pose of giving these roads an opportunity to make explana- 
tions for their queer behavior, and to take steps by which 
such irregularities can be prevented in the future.” = 
This report is mainly correct, but there was no charge of 
breaking rats, but only (!) of concealing shipments. As 
each road is entitled to 20 per cent. of the whole, if one 





could conceal any shipments, it would receive the whole | 


earnings from them besides its fifth of all the other ship- 


ments. The tricks were discovered at New York and St. 
Louis about the same time, but the meeting was not o: dered 
from New York, As the trunk lines report all their way- 
bills to Mr. Fink’s cffice, and the St Louis way-bills are 
checked by these, the ‘* fractional” way-bills were sure to be 
discovered if they went over any trunk line. This 1s, per- 
haps, the most utterly scandalous of the many scandalous 
tricks that have been played in the traffic departments of 
the railroads. The St. Louis railroads are virtuaily part- 
ncrs, and the failure of one to report any of the pooled 
busixess is ¢quivalent to one partner’s pocketing a payment 
due to the firm. 


Limiting Time for Free Storage of Checked 
Bagyage. 

The Chicago Tribune sxys: ‘All of the railroad ccm- 
panies termirating at Chicago have dete:m-ned to plece in 
public warehou-es all baggage brought in by their trains 
that is allowed to remain in their depots mcure than twerty- 
four hours after its arrival. This det rmination has been 
brought about by the fact tbat it ha» become almost a 
custom for incoming passengers to allow their b»ggage to 
remain in the depots here fcr periods rangi: g frm a week 
to two or three months; and the result has been that all of 
the baggage-roons are so crowded that it is almost impos- 
sible for the railroad comp:nies to hancle baggage of out- 
coing passengeas. The railroads have ¢ ete: mincd to charge 
25 vents sterage for the first day, »nd from 10 to 25 cents 
tur each subsequent day after the fist tbat the bage: ge is 
he.d in their warehouses. The rail oad companies will hold 
the baggage free of storage twenty-four hcurs and nom re 
after 1ts arrival at Chicago. This new rule will take eff. ct 
on mst of the: oaas Wednesday, May 10, and on all of thim 
by Thursday, June 1.’ 

Doubtles; unlimited storage of baggage costs something, 
but it is often a great convenierce to the passengers, and it 
is desirable that only a reasonable charge should be made 
when the baggage is held. To charge a dolar for storing a 
trunk a week seems an altogether unreasonable charge. 


Waybilling Baggage on Freight Trains. 


The Chicago, Milwaukee & St. Puul and Chicago & 
Northwestern companies have determined not to check 
baggage any long: r on their freight trains, but to have such 
haggage as is carried on freight trains regularly wav-bi led 
and charges collected for ii the same as on any other freight, 
with this difference, however, that the railroad companies 
propose to carry the usual amount of baggage free. Bag- 
gage destined to be carried on freight trai: s will have to be 
delivered at the regular freight depots of the conpanies at 
least thirty minutes before the time of the departure of the 
freight train that is to carry it, so that the baggage can be 
regularly way-billed and loaded in freight cars. The new 
rule is owing to so many commercial travelers being desir- 
ous of traveling on freight trains and desirmg their bag- 
gage to be carried with them It has been found to be im- 
practicable to check baggage and care for it on treight 
trains as is done on passenger trains, since these freight 
trains do not stop at the passenger station houses, and {re- 
quently depart from stations when the passenger statiun 
torce is not on duty. 

THE SCRAP HEAP. 


Locomotive Building. 


The Brooks Locomotive Works at Dunkirk, N. Y., are 
stil running full time with an undiminisbed force, Five en- 
gines were receutly shipped to the Chicago & Atlantic road, 
and several narrow-gauge engines are in the shops for the 
Denver & South Park Division of the Union Pacific. 

The Chicago, St. Louis & New Orleans shops at McComb 
City, Miss., are building tbree new engines for the road. 

The Cleveland, Columbus, Cincinnati & Indianapolis 
shops in Cleveland, O., are to build this year 12 new Mogul 
freight engines. with 18 by 24-in. cylinders, for the road. 

The Carolina Central shops at Laurinburg, N. C., are 
building an engine with 16 by 24-in. cylinders and 5-ft. 
drivers. This isthe first new engine ever built at these shops. 


completed a new passenger engine for the road. 

The Taylor Manufacturing Co. has been organized at 
Chambersburg, Pa., with $150,000 capital stock, to build 
locomotives and other machinery. 

A project is on foot to build extensive iron and locomotive 
works at Curtis Creek, near Baltimore, the new deep-water 
terminus of the Baltimore & Ohio road. 

The Rogers Locomotive Works in Paterson, N. J., are 
building several engines for the Pensacola & Atlantic road, 


Car Notes. 


The Central Vermont shops in St. Albans, Vt.. are build- 
ing four new passenger cars. They are 52 fc. long, have 
42-in. wheels, and are supplied with all the latest con- 
veniences, The inside finish is in mahogany. 

The stockholders of the Cleveland Bridge & Car Works 
met last week and resclved to increase the capital stock tu 
$500,000. 

Billmyer & Small, at York, Pa., recently delivered sev- 
eral handsome narrow-gauge passenger cars to the St. Louis, 
Des Moines & Northern road. 

Colwell & Canniug, of No. 115 Broadway, New York, 
have within the past week placed several large orders for 
passenger and freight cars, among the latter being 400 flat 
cars for the Canadian Pacific road. 

The Savannah shops of the Central Railroad. of Georgia, 
last year built 3 new passenger and 25 box cars for the 
road, 

The Norfolk & Western shops, at Petersburg, Va., are 
building a number of new box cars for the road. 

The Philadelphia & Reading shops, in Reading, Pa , last 
year built 2 new passenger cars, LO cabooses, 12 refrigeia- 
tor, 180 box, 50 stock, 207 gondcla and 796 coal cars for 
the road. 

The Terre Haute & Indianapolis shops at Terre Haute, 
Ind., are building two new passenger cars, which are to be 
mounted on 42-in. wheels. 

The Bradley Car Works in Worcester, Mass., are building 
5 passenger cars for the Eastern road; 12 passenger and 100 
coal cars for the Providence & Worcester, and 300 coal 
cars, to carry 20 tons each, for the New York & New Eng- 
land road. 

The Indianapolis Car Works are building 200 box cars 
——e Cleveland, Columbus, Cinciunati & indianapolis 
road. 


Bridge Notes. 

Raymond & Campbell, of Council B!n¥:, Ia., havea lately 
completed a combination brid re over the D+s Moises River, 
on the ft. Louis, Des Moines & Northern road. 

The Clinton Bridge C mpany, at Clinton, Ia., his a num- 
ber of contracts fo new bhridg‘s to fll. 

The Keyston : Bridge Comes ny. in Pittsburgh, has several 
important contrac's to be fillcd this year. 

Iron and Manufacturing Notes. 


The new Powelton Furnace near S1xt0, B>dford County, 
. Pa., is nearly compieted, It is 70 ft, high, and 18 it. bosh, 





The Ohio & Mississippi shops in Vincennes, Ind., recently 
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and great pains have been taken to make it as near perfect 
as possible, 

The largest furnace of the Cleveland Rolling Mill Co. 
at Cleveland, O., is to be put in blast soon. 

A new blast furnace is to be built on the old Roaring Run 
Furnace property in Botetourt County, Va. 

The Thomas Iron Co. is running its furnace at Gore, 
O., making 27 tons of pig iron a day. 

The Vulcan Furnace Co., of Detroit, will soon beg'n 
to build a large blast furnace on the line of the Detroit, 
Mackinac & Marquette road. 

The {Railway Barb Fence Cc., at Cuyahoga Falls, 
O., is fittimg up an old mi! as an addition to its works. 

The Niles Tool Works, at Hamilton, O., have taken a 
contract to make the tools for the new repair shops of the. 
Northern Pacific road. 

Bailey & Shoemaker have their new rolling mill at Pine 
Iron Works, in Berks County, Pa.. nearly ready to start up. 

A dispatch from Cleveland, O., May 10, says: ‘ ‘The 
Cleveland Rolling Miil managers dechne to say anything 
about the great strike, or rather lock-out, that occurred at 
their mills last night, except that they have been compelled 
to do what they have in self-defense. Itis unde that 
the company did not object so much to the slight advance 
in price that the submitted scale contemplated as to the 
practical placing of their miils under the control of the 
Amalgamated Association of Iron .Workers, as 
the men are said to have demanded. The com- 
pany is rich, aud not crowded with orders just 
now, and the burden of the strike will fall on the 
mea. Of the 5,000 or 6,00) men in the Eighteenth 
Ward who are thrown out of work by this movement, only 
about one-balf are directly interested in the question at 
issue vet veen the Amalgam ited Association and the Rolling 
Mill Company. ‘Tue rest are laborers, teamsters, helpers, 
aud those whose labor depends upon that of the skilled 
workiugmen. Tbe men have been very quiet to-day, 
walking about avd holding discussions among themselves 
and having various secret conferences. No disturbances 
have occurred avd none are expected, unless long persist- 
ence ov one side and long resistance on the other should en 
gender a bad feeling. Au wiusually good feeling has 
always existed between the managers and the men, and it is 
thought that steps may be taken at an early date to settle 
the d fficuity. Another blast furnace will close to-morrow, 
which adds 200 men to those already idle.” 

The Rail Market. 

S.eel rails are steady at $50 to $53 per ton at mill, 
accurding to tim+ of de:ivery. No laige sules are reported, 
orders fur tne season hav.ng generally been placed. 

Iron raiis are more active and lower. Sales of heavy rails 
are reported at $45 per ton at mill, and there have been free 
sales of light sections at $47 to $4¥. 

Spikes are steavy at $%.85 to $3 per 100 Ibs.; fish-plates, 
$2.5U; track-bolts, $2.7U tu $4.10, 

‘there is some inquiry fo* steel blooms, and it is said that 
sales have been made at $41 per ton, duty paid. 

Oliiron rails have beev quoted at $27 to $28 per ton in 
Puiladelpbia, with no sales reported. Crop ends have :o.d 
at $25 per ton. 


The High Bridge Over the Des Moines. 


The lowa State Register thus describes the high bridge 
on which the S.. Louis, Des Moines & Northern road cros:es 
the Des Moines River : 

* ihe structure is the design of Mr. Kinney, the Chief 
Engineer, assisted by Mr. C. F. Boweth, and its perfection 
d ves these men infinite credit. It was built by Messrs. Ray~ 
mond & Campbell, the well-known bridge builders of Coun- 
ci Bluffs, who have done more than ordinary work on this 
mammoto structure. Mr. ymond was one of the party 
to-day. The structure altogether is 2,020 ft. long, or two- 
fifths of a mile. The bridge proper consists of two spans, 
each 175 ft. from centre to centre. It is a combination 
bridge, part wood and part iron. It is 101 ft. above ordi- 
nary water in the river, the water below ranging from 6 to 
14 ft. depth. It is Supported on eight large iron cylinders, 
with the u-ual piers aud trusses. The largest cylinders are 
31 ft., the others 27 and 29 ft. Toe piers are 52 ft. high 
from the top of the cylinder to the lowest truss. The truss 
is 28 tt. high. In sinking the iron cylinders they passed 
through first a bed of sind, next a bed of bowlders, and are 
now resting on a bed of soapstone rock. The structure con- 
tains 742,000 ft. of pine lumber, 175,000 ft. of oak and took 
19,000 lineal feet of piling. The bighest bent of the trestle 
is 93 ft. high. It was begun about the middle of, last 
August, and would have been completed before this but for 
deiay in receiving iron and lumber. The piles were driven 
by steam, the coal for the engine being purchased in the 
neighborhood. There is coal all about in the neighborhood, 
the traces being evident all about the bluff. 

“This 1s by far the longest and highest bridge in the 
state, and probably in any of our neighboring states, being 
higher than the Glasgow bridge across the Missouri for the 
Alton road. 

“The structure bas been a lucky structure, and its free 
dom from accidents has been remarkabl2. Two only are 
worthy of note. March 10, when the workmen were quit- 
ting for the evening, one more adventurous and more in a 
hurry concluded to take a short cut. He grasped a rope 
and started to slide down over the water. His gloves were 


wet and the rope icy, and ere long he was going down at {a| Th 


rapid rate. By some accident he had taken a rope which 
lacked 380 ft. of reaching the bottom, and before he knew it 
he was precipitated into the river, striking his leg some 
way and breaking it. Despite his broken leg, the man 
bravely swam ashore, otherwise unburt. <A snort time 
since the men were raising alarge bent, using a capstan and 
horse. The pins pulled out, and in a twinkling horse, cap- 
stan and all were flying about as a balance-weight to the 
failing bent. Luckily 1t was so well tackled that no dam- 
age was done.” 


A Considerate Train Robber. 


Conductor Baldwin, of the New York & New England 
road, was formerly a conductor on the Iron Mountain Rail- 
road of Missouri, and it was his train which the James boys 
attacked at Gadd’s Hill in 1874, and from which they stole 
$11,000. The first person robbed was Conductor Baldwin. 
Among the property taken from him by Jesse James was 
his watch, an indispevsable article for him to have m the 
performance of his duties as conductor. This fact Jesse 
James recognized, and before leaving the train he turned to 
the conductor with the grace of Claude Duval, and, handing 
hita a watch, said: ‘‘ Excuse me, sir, I did not think. You 
will need this torun your train.” This timepiece is still 
carried by Mr. Baldwin.—Bridgeport (Conn.) Standard. 


Palace Stock Cars. 


The Chicago Tribune thus describes the stock cars recently 
built for the New York Live Stock Express Co.: ‘‘ These 
cars are each 40 ft. long, 9 ft. wide and 8 ft. high. They 
are built throughout of the most solid material, the inside 
work being of oak and the sills and flooring of the best yel- 
low Georgia pine. The running gear is equally commend- 
able. ‘The New York Central standard wrought-iron truck 
is used; elliptic springs as on passenger cars; passenger 


wheels, axles and bearings; the Hewitt box cover; Middle- 
ton’s continuous draw-bar, and all are equipped with Tall- 
man’s patent automatic brake. The latter appliance has 
been tested thoroughly, and is pronounced by railroad men 
to be an admirable invention. ; 

“ The cars each furnish space for 16 bead of cattle. Solid 
partitions separate the animals from each other, the inter- 
vening bars beivg movable, and when in place pressing 
against springs, which allow the stock to press against the 
bars without damage. The stock can be loaded from either 
end of the car and stand in groups of eight, half the load 
facing one way and half the other. Each animal has.a clear 
space 2 ft. 2in. in width in which to stand. Continuous 
shallow water-troughs run along the sides of the car, 
the water being supplied through a tank-box in the root 
which can be fed from an ordinary raiJroad tank. Swing- 
ing-doors on the sides afford facilities for feeding without 
unloading.” 


Live-Saving Appliances on Trains. 


In compliance witha law of Massachusetts, requiring all 
carsrun on passenger trainsin that state to be provided 
with tools to be used in case of accident, the Cheshire Rail- 
road Company is conforming to the necessary require- 
ments. The bro adopted is to attach a box under the floor, 
about the middle and near one side of the car, containing a 
steel bar, sledge, saw and rubber bucket. In one end of the 
box is inserted a round plate of glass, through which the 
tools are visible, and as it swings on hinges and locks by a 
spring inside when closed, the glass must be broken before 
it ean be opened. On the outside is lettered the following: 
** Tools to used in case of accident only. Agreeable to 
chapter 54, being an ame.dment of chapter 112, Statutes 
of Mass. To get at the spring-catch and tools the glass must 
be broken.” Another like set of tools are supplied for the 
mside of cars, usually under a seat at the end of passenger, 
and where most convenient in baggage and mail cars.— 
Kecne (N. H.) Republican. 


An Engineer With a Musical Ear. 


An engineer on the Pennsylvania Railroad, of a musical 
turn of mind, who ruos a freight engine between here and 
Derry, has contrived an apparatus which he has affixed to 
the whistle of the locomotive, whereby he can let the steam 
escape theref:om in such a way as to run the musical scale, 
producing the steam notes with considerable accuracy. 
The engineer has not yet learned to play a tune, how- 
ever.—Pittsburgh Telegraph. 


Durability of Mortar. 


The London Builder attributes the marvelous durability 
of mortar in Italy to the fact that the lime remains in a pit 
covered with water for two years before it is used, whereas 
in England lime is slaked and used the same day. Most 
building specifications even require newly slaked lime. 


Why They Reduced the Fare. 


It is stated that the reason the railroad bill reducing the 
fare to three cents passed the Hou-e was because the mem- 
bers were mistaken about which bill was up. They imagined 
che liquor bill was before them, and that the idea was to 
reduce drinks to three cents a smile, and of course they votec 
for it.— Lexus Siftings. 


A Large Steamboat. 


The * Pilgrim,” now being built at Chester, Pa., for the 
Old Colony line of steamships under a contract price of 
$1,000,000, will, it is said, be the largest side-wheel passen- 
ger steamship afloat. She is 386 ft. long; breadth of hull, 
50 ft.; over guards, 87 ft.; depth of hold, 17 ft. Her engines 
will have a 110-in. cylinder, with a piston stroke of 14 ft. 
Each of the side wheels will be 42 ft. in diameter. She will 
run between New York, Newport and Fall River on the Old 
Colony Railroad’s line between New York and Boston, as a 
— of the well-known boats “ Bristol” and ‘ Provi- 

ence. 


What It Was. 


The Chicago Inter-Ocean, which last week announced a 
mysterious discovery which was to put railroading ahead 
50 years at a single bound, this week tapers off gracefully 
with the following : 

‘*Mr. Perceval Lowell, the General Passenger Agent of 
the Chicago, Burlington & Quincy road, is recognized as a 
most enterprising railway man and a great admirer of fem- 
inine beauty, but his understanding of railway revolutions 
is greatly at fault and needscorrection, It was Mr. Loweli’s 
desire to introduce a new style of motive power on his road, 
the invention of Colonel P. Donan, which was to surprise 
the civilized world and make people wonder why they kad 
been traveling according to the present system so long. 
But as this invention was a failure, and u novelty was abso- 
lutely necessary, Mr. Lowell has invented a new mode of 
railway advertising which is indeed novel.” 

New Sleeping Cars. 

Two new sleeping cars to be run between this city and 
New York were turned out of the shops of the New York, 
New Haven & Hartford Railroad Company at New Haven 
yesterday and run down the road on a trial trip. In the 
completeness of their appointments and the elegance of their 
finish they are the finest cars ever built in New England, and 
are, without doubt, unsurpassed on any road in the country. 
ey are named “ New York” and “ Boston,” and each of 
them has been constructed with reference to strength and 
durability, as well as elegance. Both have two six-wheeled 
trucks, which are very heavy. They are painted an olive 
brown and are lettered ‘‘ New York, Spriagfield & Boston 
sleeping Car.” The name of each car is painted in the centre 
insmall ornamental block letters. They are fitted with 16 
berths on a side or 32 in all, and are arranged so that they 
may be transformed into day coaches. The interior finisp 
is of finely polished mahugany. The panels of the upper 
berths are of mahogany inlaid with walnut and white holly, 
with ornarrental vine work, the whole forming a very hand- 
some design. The head lining: are of a special design. The 
material is card-board of a kind which neither shrinks por 
swells; it is painted in unique designs, and is fastened with 
intersecting bands of beaued black walnut. The window 
sashes are double and the windows are of heavy plate glass 
with ground glass domes, The dvors are very heavy and 
thick and of mahogany, with windows of cut plate gluss. 
They are fitted with an adjustable contrivance which holds 
them open at any required angle. Patent ventilating ap- 
paratus of the best design turnish a constant supply of pure 
air. The lamps, curtain rods, berth fixtures and all the 


handsome Wilton carpet. The curtains are of a wine color 
and are trimmed with silk plush.—Boston Traveler, May 5. 


Midland -*“ Bogie” Carriages. 


In a recent number of the English Mechanic the irene | 
description of the ‘‘ bogie carriages” in use on the Midlan 
Railway was given by 4 correspondent : 

‘The longest bogie carriages are 54 ft. in length between 
ends of frame. In 1876 the company possessed 68 bogie 
carriages—25 Pullman drawing-room cars, 11 Pullman 
sleeping cars, and 32 ms carriages—all of which are car- 
ried upon two 4-wheeled bogies. The working of these was 





trimmings are silver plated. Each car is provided with a | P? 


found so satisfactory that a number of 6-wheeled bogie car- 
riages were ordered. These are the largest yet constructed, 
I give a few dimensions, since they may interest some of 
your readers : 
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third-class compartments to bold 40 passengers, and one 
luggage compartment. The centre of the roof is raised 
above the level of the outside and fitted with glass panes, 
affording additional light and ventilation. The latest car- 
riages, however (1878-1881), are 4-wheeled bogies without 
the raised roof, all built at Derby. The Scottish Joint 
Stock (M. 8. J 8.) wy 30 bogie carriages (ten 6-wheeled 
and twenty 4-wheeled bogies). The 6-wheeled bogies have 
nvt the raised roof.” 


Hopper Dredgers for the River Forth. 

Messrs. W. Simons & Co., shipbuilders and engineers, 
Renfrew, have contracted to build one of their | patent 
bopper dredgers for the deepening operations in the River 
Forth, being the second hopper dredger they have supplied 
for this work. It will be nearly similar to the “* Willunga,” 
which this firm sent to Australia, and which the treasurer 
reported to the House of Assembly, Adelaide, had dredged 
and removed the limestone crust sea-bar there, at the cost 
of 714d. per cubic yard, a work which previously cost them 
at the rate of 4s. ld. per cubic yard by their stationary 
dredgers and barges.—Engineering. 








OLD AND NEW ROADS. 


Atlantic & North Carolina.—The directors of this 
company (whose road is leas d to the Midland North Caro- 
lina) met in Raleigh, N. C., May 10, and advupted a resolu- 
tion to the effect that the lessees had not, in accordance with 

he terms of the lease, exten:'ed the road from Goldshoro to 
Salisbury in a rapid manner, and that they had violated 
»nother provision of the lease in recording a mortgage on 
the road. But in order that the lessees may have time toex- 
nlnin these matters, the meeting did not take immeaiste ac- 
tion, deferring it until the next meeting, two weeks hence. 


Bangor & Portland.—At the annual meeting in Ban- 
gor, Pa., last week, the stockholders of this company and 
the Chapman & Lehigh Company met end rat*ified an 
agreement made between the directors of the two com- 
panies, merging the rights, powers and privileges of the 
Chapman & Lehigh Company into the Bangor & Portiand 
Railway Company. 

The report presented showed a very encouraging increase 
of business during the past vear. Fifteen miles of the road 
are now in operation frum Portland to Pen Argyl. 
The grading of the Nazareth Extension will be finished 
during the present month. It is expected that rai's will be 
1 id to Nazareth by Aug. 1, making 25 milesof road, with 
steel rails, in operation. Satisfactory arrangements have 
be n made with the Crane Iron Company, of Catasauqua, 
for the crossing of the Lehigh River »t that place and con- 
nections with the railroads in the Lehigh Valley, should the 
company see fit to make that their terminus. When com- 
vleted, the distance from Portland to the Lehigh River will 
be 27 miles, and the road passes near all the important 
slate quarries of that section. A preliminary survey is now 
being made for a branch of this road from Nazareth to 
Easton, a distance of about eight miles. 


Beardstown, Ft. Madison & Dakota —This com- 
pany has been organized to build a railroad from Beards- 
town, IIl., to Ft. Madison, Ia., about 70 miles. 


Boston, Lowell & Concord.—A dispatch from Con 
cord, N. H., May 9, says: ‘‘An injunction has been filed 
with the Clerk of the Supreme Court of the state of New 
Hampshire forbidding the officers of the Concord Railroad 
tomanage its affairs in copartnership with the Boston & 
Lowell Railroad, or any corporation or person, but they are 
commanded to transact its business themselves in accordance 
with its charter and the law of the state.” 


Camden & Atlantic.—The Philadelphia North Ameri- 
can of May 9 says: ‘The Narrow-gauge (Philadelphia & 
Atlantic City) Railroad, which has been run with varyin 
fortunes since its construction in 1877, yesterday passe 
into the hands of the Camden & Atlantic, its purchase hav- 
ing been indorsed by the directors of the latter Jine at a 
meeting yesterday afternoon. 

“The price paid is kept secret, and the approval of the 
aoctintlere has yet to be obtained to the transaction. The 
Narrow-gauge will be used exclusively for freight traffic, 
leavi»g the main line entirely free for the transportation of 
passengers. The branch to Ocean City was recently 
by the West Jersey. 

“The Narrow-gauge did a large excursion business last 
summer, which will now in all probability be transferred to 
the Camden & Atlantic.” 


Carlisle & South Mountain.—A survey has been 
made for a new railroad from Carlisle, Pa., to the South 
Mountain. It will be about 21 miles long, and will reach a 
number of iron mines, 


Central Iowa.—This company has bought the Grinnell 
& Montezuma road, which it has worked for some time. It 
is 14 miles long, from Grinnell Junction, Ia. , southwest to 
Montezuma. The Central pays for the road $12,000 per 
mile in 6 per cent. bonds and $15,000 per mile in stock. 


Central, of New Jersey.—Application having been 

made to the Chancellor of New Jersey in relation to the 
election which it was proposed to hold on the call of certain 
stockholders, he last week made an order rescinding and 
canceling the order permitting an election, on the 
that if it were held as proposed, without sanction of the 
directors, there would be grave doubts as to its per and 
a board of directors so chosen would only bring an additional 
complication into the case. At the same time the Chancellor 
granted leave to file a new petition asking for a peremptory 
order directing the buard to call a meeting. 
A new — was therefore filed by the Gowen-Garrett 
rty. Upon representation of counsel for the directors 
that they desired to be beard, argument on the petition was 
postponed until May 13, when it will be heard by the 
Chancellor. 


Chicago, St. Paul, Minneapolis & Omaha.—This 
company gives notice that it will issue $1,006,600 preferred 
stock and $1,509,900 common stock on 100.38 miles of road 
recently sompleted. The new lines, all built this year, are 
the extension of the Norfolk Branch to Norfolk, Neb., 46.87 
miles; an extension of the North Wisconsin Division irom 
Cable, Wis., north 20 miles, making this line 139 miles long; 





a section of 20 miles of the new Superior Branch from Chip- 
pewa Falls, Wis,, northward 20 The remaining line 
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is the Chippewa Fa lls & Northern road, 14.26 miles, lately | advanced to pay construction expenses. The balance may 


acquired. 

Cincinnati, Hamilton & Dayton.—The latest report 
concerning this company is that the Erie and the New 
York, Chicago & St. Louis have come to an understanding 
and that the two companies together aow have stock enough 
to contro] the road, even if no more should be transferred 
to the Erie. It is aiso said that an agreement has been con- 
cluded for a division of the traffic of the road, so far as pos- 
sible. The road isof more importance to the Erie than to 
the other company, but it might be made of considerable 
use to the Chicago line. 


Conesus Lake.—This company has been organized to 
build a short branch from Trew’s Siding, N. Y., ou the New 
York, Lake Erie & Western road, to Lakeville on Conesus 
Lake. The road will be two miles long. 


Coudersport & Port Allegheny.—This company bas 
secured a lease of the right of way from Port Allegheny, 
Pa., to Coudersport, obtained some years ago by the Jersey 
Shore, Pine Creek & Buffalo Company. The sum paid was 
$7,000, the Jersey Shore Company reserving the right to 
repossess itself of the road at the expiration of the lease by 
paying for all improvements. The contract for building 
the road has been let to Homer C. Blakeslee, of Olean, N. Y., 
- $45,000, which includes grading, ballasting and laying 
of ties. 


Delaware & Hudson Canal.—This company has let to 
Rogers & O’Brien the contract for grading an extension of 
the Cherry Valley Branch of its Albany & Susquebanva 
line from Cherry Valley, N. Y., to Richfield Springs, about 
14 miles. 1tisreported that this company has leased from 
the Delaware, Lackawanna & Western the right to run 
trains over that company’s track from Richfield Springs to 
Utica, when the new road is completed. 


Denver & New Orleans.—Track on this road is now 
laid to Pueblo, Col., 120 miles south of Denver, and regular 
trains begin to run this week. The line is generally parallel 
to but east of the Denver & Rio Grande. A short branch is 
to be built to reach Colorado Springs. 


Duluth & Iron Range.—This company has been re 
vived and reorganized, and is now — a preliminary sur- 
vey made of its projected road from Duluth, Minn., to the 
Iron region around Vermillion. 


Genesee Valley.—A contract for ballasting the track as 
fast as laid on 50 miles of this road, at the southern end, 
has been let to James O’Connor, of Oswego, N. Y. He is to 
begin work at once. 


Grand Rapids & Indiana.—Work is well advanced 
on the extension to the Straits of Mackinaw, and it is ex 
= that the road will be epen for travel by the middle 
of June. 


Kansas City, Ft. Scott & Gulf.—It is reported that 
negotiations are in progress for the sale or lease of this road 
to the Chicago & Alton Company. It would be a feeder of 
some importance to the Chicago & Alton, which prob- 
ably gets some share of its traffic now. 


Kansas City, Springfield & Memphis.—On this ex- 
tension of the Kansas City, Ft. Scott & Gulf road track is 
now laid for 10 miles southeast from Springfield, Mo. The 
grading is nearly completed for 50 miles, except at one 
point where there is a heavy rock cutting. The entire 
length of the road, from Springfield to the Mississippi op- 
posite Memphis, is about 275 miles, 


Lake Shore & Michigan Southern.—At the annual 
meeting last week the stockholders voted to ratify and con- 
firm a contract by which this company and the Pittsburgh 
& Lake Erie guarantee interest on the bonds and 6 per cent. 
on the stock of the Pittsburgh, McKeesport & Youghiogheny 
Company, whose road is now under construction from Pitts- 
burgh into the Connellsville coke region. 


Lehigh Valley.—The suit brought by the state of 
Pennsylvania to recover certain back taxes on this company’s 
bonds, amounting to about $126,000 in all, has been de- 
cided in favor of the cempany by the Pennsylvania 
Supreme Court. It wasa test case, some 30 other similar 
suits depending on the decision in this. 

The directors have approved the new contract with the 
New York, Lake Erie & Western Company for the exchange 
of traffic, and for carrying coal from this road westward 
over the Erie lines from Waverly. Reference has already 
been made to this contract, which is substantially a renewal! 
of the old agreement, with some additional facilities for coal 
traffic. 


Louisville, Evansville & St. Louis.—On_ the un- 
finished section of this road between New Albany, Ind., and 
Oakland, 92 miles, track was laid last year from New Al- 
bany to Milltown, 15 miles. This year the rails have been 
laid from Oakland east 14 miles and from Huntingburg, the 
junction with the Evansville Division, east to Birdseye, 16 
miles, leaving two gaps, about 47 miles in all, to complete 
the road. 

On the 90 miles between Oakland, Ind., and Mt. Vernon, 
l., regular trains are running, but only a moderate busi- 
ness is expected until the road is completed through. 

Louisville & Lake Michigan Southern.—This 
company is a reorganizatiou of one known as the Louisville, 
Harrodsburg & Virginia. Arrangements have been made 
to have the projected road surveyed, and located at once. 
The road is to run from Louisville, east by south into East- 
ern Kentucky ; the terminus is not yet decided on. 


Massachusetts Central.—The Boston Herald of May 
Ssays: ‘ The affairs of this company seem to be approach- 
ing another crisis; that is to aay the funds have about given 
out, and another round $1, .000, or thereabouts, is con- 
sidered necessary to complete the road from Boston to 
Northampton. The work of construction continues, in a 
limited way, and will go on a little while longer under the 
existing arrangements, but it is thought best to call the 
stockholders and bondholders together this week Thursday, 
to survey the situation and deliberate upon a course to be 
pursued. In the spring of 1880 it will be remembered that 
the finances of the road were reorganized, the old 7 per cent. 
bonds being bought up, and an issue of $3,500,000 first 
mortgage 6 per cent. gold bonds being issued. A syndicate 
took $1,500,000 at 80,0n which $1,200,000 was realized. 
The distribution of these bonds, and the virtual control of 
the remaining $2,000,000, was given iuto the hands of a 
committee, consisting of the President of the railroad and 
two representatives of the syndicate, the proceeds to be used 
for the cancellation of the old bonds and to meet construc- 
tion expenses. With the $1,500,000 bonds went $750,000 
of stock as a bonus. Subsequently another $1,000,000 of 
bonds was sold at Dirge ranging from 95 to something 
better than par, and it is said that the balance could have 
been readily disposed of for par at that time. It was not, how- 
ever, deemed wise to sell the whole then, and the unwisdom 
of the decision is now apparent. The common stock was 
then selling for 40, To-day the bonds are about 60, and the 
stock 944. Of the remaining $1,000,000 of bonds, $400,000 
is held by Charles A. Sweet & Co., as collateral for money 





have been similarly used. Just how much the company has 
realized from the sale of the $3,500,000 of bonds is not now 
made public, but may be at Thursday’s meeting. So far as 
the company is concerned, the bonds are out of its hands 
and the proceeds have presumably gone into construction 
and for the payment of the interest on the bonds; $3,500,000 
of common stock is also all issued, about $1,000,000 being 
held by towns along the line of the road, and the balance by 
over 500 individuals. Mr. Norman C. Munson, the contractor 
for building the road, is a very large owner. By some he is 
thought to hold a controlling interest. He also owns the equip- 
ment of the road, and is operating the completed portion 
from Boston to Jefferson’s. The extent of Mr. Munson’s 
interest in the bondsis not known. For what has been ex- 
pended the company has to show its franchise, 44 miles of 
completed road, 12 miles of road from Jefferson to Cold- 
brook ready for the rails,a roadbed nearly graded from 
Coldbrook to Ware and about three-fourths completed from 
Ware to Northampton. The right of way on the whole line 
is nearly all secured. Ties are on hand for 10 or 15 miles 
of track, and enough steel rails have been paid for for the 
balance of theline. Of the rails, however, 2,500 tons are in 
bond at East Boston, on which a duty of $28 per ton must 
be paid. The 41 miles of completed road are now earning 
the operating expenses, although they did not during the 
winter, and new business is being constantly acquired. 

Upon the opening of the line to Ware, it is believed that the 
earnings wiil largely increase. The road was to have been 
finished fur the amount of the bonds, but it cannot be, and, 

as before stated, the sum estimated to be necessary for its 

completion is $1,000,000, In explanation of the present con- 
dition of affairs, it is said that it cost a good deal more to 

buy the old7 per cent. bonds than was supposed to be neces- 
sarv. Some $709,000 is said to have been the expenditure 

for this purpose. The right of way, especially in Water- 

town and Belmont, cost considerably more than was antici- 

pated. Much of the grading done prior to 1873 had to be 

done over again, and the cost of the work in general ex- 

ceeded the estimates. Moreover, the purchase of the whole 

amount of steel rails, so far in advance of their probable 

use, is the occasion of no small loss. But whatever the 

explanation, the fact is that the money is gone, and addi- 

tional means must be provided, or the work of construction 

will soon stop. Were the securities of the road bringing 

anything like par, work would probably continue for some 

time. They are not, however, and the security holders will 

be invited to listen to a plain statement of the case, and 

express their wish in the premises. It is thought probable 

that a committee will be appointed to make a thorough 
examination of affairs, and recommend a course of action. 

be road has a chartered rigbt to issue $6,000,000 in stock, 

but whether it will exercise this right or adopt one or more 

other courses which are before it, cannot even be conjec- 

tured. The security holders and general public will doubt- 
less know more about the affairs of the company than it now 
does after Thursday’s meeting.” ° 


Midland North Carolina.—The Midland Improve- 
ment & Construction Company, which is building this road, 
reports receipts up to Jan. 1 last, from subscriptions and in- 
terest, of $355,767.67. Expenditures for construction, 
equipment and securities have been $105,294.05, leaving a 
balance of $250,473.62 on hand. The company owns 
37,500 of the 50,000 shares of the par value of $100 each in 
the capital stock of the Midland North Carolina Railway 
Company, the same being held in trust by the treasurer of 
the Midland Improvement & Construction Company, pur- 
suant to vote of its directors, June 8, 1881. On July 1 last 
the Midland North Carolina Railway Company secured a 
lease of the Atlantic & North Carolina Railroad for the 
term of 30 years, at an annual rental of $40,000, and since 
that date the road has earred for the six months ending 
Dec. 31, 1881, $72,862.10, being an increase of 48 per cent. 
or $23,720 over same months of the previous year. The op- 
erating expenses, including rent, amounted to $63,365.92; 
net earnings, $9,496.18. To put the property in thorough 
and complete working order it has been deemed necessary 
to make permanent improvement and extraordinary repairs 
to an unusual extent, and the sum of $11,232.92 has been 
expended for that purpose. ; 


Minneapolis & St. Louis.—It is now stated that the 
Chicago, Rock Island & Pacific Company is not interested 
in the recent purchase of the controlling interest in this 
road, the stock having been bought by the Chicago, St. Paul, 
Minneapolis & Omaha. The new President of the company, 
Mr. R. R. Cabie, while he is a director and large owner in 
the Chicago, St. Paul, Minneapolis & Omaha, is also Vice- 
President and General Manager of the Rock Island road, and 
it is not probable that any interests of that road will suffer. 
The new owners of the road, it is said, will provide the 
money needed to complete the extensions of the road now in 
progress. They intend to work the road with a view of mak- 
ing all the profit possible for its owners, and for its future 
development. 


Natchez, Jackson & Columbus.—This road is now 
completed and trains are running regularly to Utica in 
Hinds County, Miss,, seven miles beyond the late terminus 
at Upper Bayon Pierre, and 67 miles northeast from Nat- 
chez. There remain 31 miles to reach Jackson, of which 15 
miles from Utica and 10 miles from Jackscn have been 
graded, leavinga gap of six miles, on which work is now in 

rogress. The road is 3 ft. 6 in. gauge and is laid with 35- 
b. rails. The road-bed is made 10 ft. wide on embank- 
ments and 14 ft. in cuts. The maximum grade is 79.2 ft. 
to the mile. The contractors are Duffin & Brothers. 


New Bonds.—New issues of bonds are offered on the 
market as follows : 

NewYork & Atlantic bonds are offered by the American 
Finance Company, of New York. The bonds are first- 
mortgage, 6 per cent., 30-year, the total issue being $500,- 
000. Each purchaser of $5,000 at par will receive also 
$5,000 income bonds and $10,000 stock. The road will be 
seven miles long, making (with steam ferries) a new line 
from New York to Coney Island and Rockaway. 


New York & Atlantic.—This company is making ar- 
rangements to dispose of $1,000,000 bonds and an equal 
amount of stock. The road is to run from Thirty-sixth street, 
on Gowanus Bay, Brooklyn, to Canarsie Bay, 684 miles, and 
arrangements have been made for a Coney Island line by 
using some two miles of the Prospect Park & Coney Island 
road. The company will runa fast steam ferry from the 
Thirty-sixth street terminus to New York. The right of 
way has all been secured, part of the grading done and the 
tracklaying from Thirty-sixth street to Greenwood Ceme- 
tery in progress. 

Rand And York, Chicago & St. Louis.—It is reported 
that this company has concluded a contract with the Calu- 
met Land Company for the erection of repair shops at 
So1th Chicago, to cost about $500,000. These will be the 
pri®Ccipa! shops of the road. 

New York City & Northern.—This company de- 
faulted on the interest on the $3,685,000 of its general 
mortgage bonds, due May 1. No explanation bas been 





issued by the cooper: 
The road is said to be doing as well as could be expected, 


but it is hardly possible that it has been earning enough 
to pay the interest on its very large debt. 


New York & New England.—The following circular 
has recently been issued by General Manager Felton : 

‘** Hereafter no person will be allowed to ride on the en- 
gines of this company, either in the yard or on the road, ex- 
cepting the engineer and fireman regularly assigned to the 
engine, Superivtendent of Motive Power, Superintendents, 
Master Mechanic, Engineer of Maintenance of Way, Train- 
Master, Road-Master, or supervisors on their divisions, Su- 
pervisor of engines, conductors of trains, and brakemen 
while flagging, or hostler while on duty, without a written 
order from the General Manager, Superintendent or Super- 
intendent of Motive Power. 

“ The engineer or, in his absence, the fireman or hostler, 
will be held strictly accountable for the enforcement of the 
‘above rule,and will not under any circumstances permit any 
deviation fromit. It is made a duty of all officers of the 
Transportation, as well as of the Motive Power Department, 
to see that this order is enforced.”’ 


New York, Susquehanna & Western.—At the an- 
nual meeting last week the stockholders voted to reduce the 
authorized issue from $10,000,000 preferred and $20,000,000 
common stock to $8,000,000 preferred and $13,000,000 
common stock. The stock will still be over $150,000 per 
mile of road completed and projected. 


Norfolk & Western.—The New River Company has 
been consolidated with this company, and will hereafter be 
known as the New River Division of this company’s lines. 
The road is now under construction from New River, Va., 
to the Flat Top coal region in West Virginia, about 70 miles. 
All the stock of the New River Company was owned by the 
Norfolk & Western, so that the change is merely formal. 


North Carolina Midland.—The work on this road has 
been Progrenting quietly for some time, and it is now com- 

leted from Danville, Va,, west by south to Leaksville in 
ockingham County, N. C., a distance of 25 miles. Ata 
recent meeting it was resolved to continue work on the line 
from Leaksville southwest through Winston to Statesville. 
The road is now controlled by the Richmond & Danville, 
and will form a second or leep line for that road from 
Danville to Charlotte, generally from 20 to 40 miles west of 
the old road. It was originally begun as an independent 
Southern connection for the Virginia Midland. 


Northern Pacific.—The headings from the east and 
west ends of the Big Horn tunnel in Montana bave met, and 
the tunnel will be ready for the track this month. It is 
1,150 ft. long and is the heaviest piece of work east of the 
Rocky Mountains. It is expected that the grading will be 
completed to Benson’s Landing, 340 miles west of Glendive, 
and 1,030 miles from St. Paul, in June. 


Philadelphia & Atlantic City.—This road from 
Camden to Atlantic City, which has been in possession of a 
receiver for three years past, has been sold to one of its 
rivals, the Camden & Atlantic Company. 


Philadelphia & Reading.—At the stockholders’ meet- 
ing mn London, England, April 21, full accounts of which 
have just been received, Mr. Gowen himself presided, and 

from his speech we have more definite utterances as to the 
proposed financial arraugements than had previously been 
given out. He said: 

‘The general mortgage debt now outstanding is $19,686,- 
000. Under the terms of that mortgage and under the 
terms of the two prospectuses under which it was sold in 
this market, the company reserves the right at any period 
of annual drawing and increase the sinking fund to any 
amount and out of any funds, and the drawing must take 
place in the month of May. lt is, of course, practically 
unnecessary to go through the form of drawing for the 
sinking fund when every bond isto be paid; but whether 
we go through the formality of drawing or not, the com- 
pany need not determine whether it will pay the general 
mortgage until the end of May, and the payment need not 
be made before the first day of July. As the company is 
now relieved from financial danger, whether we pay this 
general mortgage this year or next will depend entirely 
upon the price at which we can sell the new 5 per 
cent. securities. I do not think it would be 
wise for us to sell these new securities this month 
lower than we may reasonably hope to get next month or 
next year, for the mere purpose of saving 1 per cent for one 
year upon the amount of the debt. * * * * * T am 
hopeful of paying them, and we have given the preliminary 
notice to the trustee so that we may be able to pay them if 
it should seem desirable to do so. But apart from the general 
mortgage bonds there are other 6 and 7 per cent. obligations 
which must be paid, some of which mature on July 1 next, 

and others are of a class which, although not yet due, we 
have a right to pay, and which must necessarily be paid 
under the terms of their issue before any dividend can be 
paid to the shareholders. These securities are the following : 

Income mortgage bonds, which are 7 per_ cent. obligations, 

and are outstanding to the extent of $2,454,009. We can 

pay them at any time, and we propose to include them in 

the amount to be provided for between this and July 1. 

Again, there is the scrip outstanding in this country and in 

America that was issued in respect of the funded coupons of 
the general mortgage bonds and of later securities. The 
amount of this scrip in both countries is $5,181,155. It 
bears 6 per cent. interest, matures on July 1 next, and con- 
sequently, must be provided for. There are also outstand- 
ing receiver’s certificates, that were issued on account of 
indebtedness that existed on the day the Receivers took the 
property, and which must be paid before the receivership 
can beended. They amount to $2,386,457. There are arrears 
of interest on the general mortgage bonds, and upon other 
securities of the company, iuciuding the scrip, which 
amount to about $1,500,000. These arrears of interest must 
be provided for. * * * * * The company will also re- 
quire about $1,000,000 for the purpose of constructing the 
line of rail which has to be completed under the contract of the 
New York Central, to which I will refer hereafter ; all these 
amounts aggregate about $12,600,000, and, including the 
general mortgage bonds, they amount to $32,207,000, = It is 
proposed to make an issue of at least the former amount, 
say $12,600,000 of the new securities for the purpose of 
providing for the payment of the various obligations thus 
referred to, the result of which will be the reduction of the 
fixed charges to the extent of the difference between 5 per 
cent. and the higher rates which are now paid upon most of 
them. As to the further reduction of fixed charges, there 
are about $25,000,000 of the consolidated mortgage 6 per 
cent. bonds selling at nearly 120. Of course, we cannot ex- 
pect to effect any reduction upon that until the period at 
which the length of time which the bonds bave to run is 
so short as to induce persons to convert it into a long 5 per 
cent, ebligation. Of the $55,000,000 of leased lines securi- 
ties, there are probably $25,000,000 which are selling at so 
shigh a price that it will be difficult for along time to get 
any of themin. The improvement mortqae® bonds of the 
company have not many years to run. The price is not 
likely to increase very much henceforth, by reason of the 
large annual drawings for the sinking fund. We can draw 





in October $1,666,000 of these obligations at par, Some 
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$12,000,000 of the obligations of the Coal & Iron Company 
mature within 10 or 11 years. In the course of a few years 
a larggamount of these can be taken in. They bear interest 
at 7 per cent., and ina very few years probably the who.e 
of them can be converted imto the new 5 per cent. obliga- 
tions. I look forward, therefore, with confidence to being 
able within a few years to convert a hundred millions of the 
present obligations of the company upon which from 6 to 7 
or more is a pe. into an obligation bearing interest at 
5 per cent.; aud I expect the saving by this uperation alone, 
irrespective of any further earnings, will open the way to a 
dividend on the share capital.” 


Pleasantville & Ocean City.—It is announced that 
this road has been sold to the West Jersey Company. _ It is 
744 miles long, from Pleasantville, N. J., to Somers Point, 
and was built about a yearago. It has heretofore been 
worked by the Philadelphia & Atlantic City road. The road 
will be changed at once from 3 ft. 61n. to standard gauge* 


Port Huron & Northwestern.—Work is to be begun 
very soon on the extension of this road from Sand Beach, 
Mich., to Port Austin, about 20 miles. 


Richmond & Allegheny.—In the Circuit Court at 
Richmond, Va., May 2, a suit was begun by Bolling W. 
Haxall and others nominally against the old James River & 
Kanawha Canal Company, but really against this company, 
which, with its stockholders and others, is made a party to 
che suit. The plaintiffs in the suit hold some 4,460 shares 
of the stock of the James River & Kanawha Canal Com- 
pany, and the complaint alleges that their rights were 
voted away without their consent by the state of Virginia 
and the cities of Richmond and Lynchburg, owners of a 
majority of the stock, and that the Richmond & Allegheny 
Company has refused to recognize their rights. They also 
charge that the affairs of that company have been ex- 
travagantly conducted, and thet it has an excessive debt 
which it is unable te pay, and is likely at any time to be de- 
prived of the means of operating the road. They therefore 
ask that the deed, by which the canal was conveyed to the 
Richmond & Allegheny Company, be set aside and a re- 
ceiver appointed to take charge until the James River & 
Kanawha Canal Company can be reorganized and take pos- 
session. 


Richmond & Three Forks.—It is stated that the Ken- 
tucky Central Comp»ny has agreed to take $500,000 stock 
ia this road, which wiil b2 a controliing interest. The line 
i; t- run from Richmond, Ky., west about 40 miles to the 
Three Forks of Kentucky, through a country rich in coal but 
rouga and hilly. 


Rochester & Pittsburgh.—It is said that an agree- 
ment has been concluded between this company and the 
New York, Lake Erie & Western, under which all opposi- 
tion to the construction of the company’s extension is to be 
withdrawn, and several pending disputes over crossings are 
settled. The Erie is to be allswed to use part of the dis- 
put-d right of way at Ridgeway, Pa. The agreement also 
provides for the exchange of traffic between the two roads. 


Sabine & East Texas.—This road has been completed 
and opened for business to Woodville, the county seat of 
Tyler County, Tex., 20 miles northward from the old ter- 
minus at Village, and 55 miles from Beaumont. 


St. Louis, Salem & Little Rock.—Surveys are being 
made for an exter sicn of the Sligo Branch from Sligo Fur- 
nace, Mo., to the Howe iron bank and Nova Scotia Fur- 
nace, about 22 miles. Surveys have also been made for a 
branch from the main line near Salem, Mo., to the Plank 
iron bank, about five miles. 


St. Paul, Minneapolis & Manitoba.—The land sales 
for April, to 159 purchasers, were 17,328.73 acres for 
$105,047.54, an average of $6 per acre, and some 109 
acres tu each purchaser. For the first four months of the 
year the sales sggregated 63,741.59 acres for $370,008.86, 
an average per acre of $3.88. The purchasers numbered 
804, shows average holders of about 8. acres each, all of 
them being to actual settlers, 


Shenandoah Valley.—At the annual meeting in Luray, 
Va., May 3, the President reported tbat the road would 
finished to Roanoke by Jane 15, The capital stock issued is 
$3,696,200; funded debt, 86,200,000. 

The stockholders resolved to have the fiscal year end Sept. 
80, like most of the Virginia roads; to authorize the direct- 
ors to accept or reject amendments to the charter; to 
authorize the board to complete the consolidation or lease of 
the road as proposed (to the Norfolk & Western), and to 
authorize the construction of brauch lines to iron mines and 
other points. 


Sonora.—We learn from an engineer who recently passed 
over this road that there are now about 190 miles of track 
laid from Guaymas north toward the United States border, 
leaving 166 miles to be finished to reach the junction with 
the Southern Pacific at Benson. For 218 miles from Guay- 
mas northward the ruling grade is 26.4 ft. per mile (com- 
pensated on curves). Then for 45 miles itis 45 ft. An as- 
cent of 96 ft. per mile followed by a descent at the same 
rate and for the same distance crosses the summit range 
just south of the boundary. For 254 miles from this sum- 
mit southward to Guaymas the ruling grade is 20 ft. per 
mile. When completed, steamers will run between Guaymas 
and Mexican coast points, and the company expects to com- 
mand the traffic of that coast, now carried chiefly by the 
Pacific Mail steamers. 


South Carolina.—A circular from this company gives 
the following statement of earnings for the three months 
ending March 31: 








1882. 1881. Inc. or Dec. P. c. 

Passengers,......... $75,095 2,195 I. $12,900 20.8 
| eee 280,555 300,449 D. 19,894 6.6 
pee 9.469 9,597 =D. 128 1.3 
TO ciceasass oe $365,119 $372,241 D. $7,122 1.9 


‘* For the same period the receipts of cotton at Charleston 
were: 1882, 48,039 bales; 1881, 82,249 bales; decrease, 34.,- 
210 bales, due to deficiency of crop. This has caused a loss 
to us of $35,000 in revenue, which, however, was nearly 
made up by increased receipts from other business. As the 
active cotton season has ended, we should have little addi- 
tional less to overcome during the remainder of the season.” 


Tennessee & Sequatchie Valley.—A large interest 
in this road has been sold to Mr. Charles Clinton, of New 
Orleans, who will, it is stated, advance a considerable sum 
to complete the road from Spring City, Tenn., to the pro- 
posed terminus in the Sequatchie Valley. 

Utah Central.—This company makes the following state? 


ment for March and the nine montbs from July 1, 1881, to 
March 31, 1882: 


Nine 
. March. months. 
NRE, cs. asevdcdersces BCR OREES $121,026 1,147,574 
NS ee ee Peres ym Ei 50,733 459,329 
Net earnings. ...........s000. : $70,293 $688,245 


For the three menths of this year the earnings were $360. 
497; expenses, $151,134; net earnings, $209,363, 


Wheeling, Parkersburg & Charleston.—The final 
locetion of this road has been made from Wheeling, W. 
Va., down the east side of the Ohio to Parkersburg, about 
80 miles. The right of way has been secured, for 43 miles, 
and a committee is now engaged on the remaining 37 miles. 
A proposition has been received for the construction of the 
road, provided the right of way can be secured and paid for 
by the company. 

Wilmington & Weldon.—This company has recently 
hai asurvey made for a branch from Goldsboro, N. C., 
southwest to Fayetteville, about 55 miles. Another surve 
is now in progress for a branch from Goldsboro east by nort 
to Greenville, about 40 miles. 
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Michigan Central. 


During the year 1881 this company worked 949.59 miles 
of road, the mileage having been increased by the Detroit & 
Bay City, 150 miles, acquired by purchaseafter foreclosure. 
The lines worked were as follows : 


Main line, Detroit to Kensi: i a lt al gl .. 270 
on * Kensington to Chicago, used jointly with Illi- 
nois Central.......... ese. 200 ihe 


7 
eenereececcceces: covcce -00 





Total main. line... 284.07 
Air Line Division........ 1033.60 
Joliet tivision... ...... ... ws 45 00 
Grand River Valley Division............... ..-.seeee eevee 84.00 
Jackson, Lansing & Saginaw Division.............. ...... 231.80 
Kalamazoo & South Haven Division.......................+ 40.00 
Niles & South Bend Division............. 6. ceesesseveece 11.12 
Detroit & Bay Vity Division............ ‘babae wad ces'¥ oboe 150.00 

Pas bi dbdebabseibacas av dhdanens ptavendonabice 949.59 


There are on the main line 89 miles of second track; on all 
the lines, 286.43 miles of sidings. There are 744.06 miles of 
track laid with steel. 

Since the close of the year the extension of the Jackson, 
Lansing & Saginaw Division from Gaylord to Mackinaw, 
63 miles, has n completed, making the present mileage 
1,012.59 miles. 

The equipment consists of 254 locomotives ; 84 first-class 
passenger, 26 second-class passenger, 3 dining, 14 combina- 
tion, 6 postal and 33 baggage and mail cars; 4,523 box, 
486 stock, 1,431 platform and coal and 155 caboose cars; 
: pay car, 2 inspection cars, 5 derrick cars and 1 pile- 

river. 

From the Jackson, Lansing & Saginaw land grant 45,667 
acres were sold last year, leaving 363,214 acres unsold. The 
total amount of land and timber sales was $758.643.91. The 
cash receipts on land accounts were $581,162.32. The ex- 
penses of the Land Department, a taxes, were $47,- 
187.35 ; amount paid to trustees for purchase of bonds, etc., 
$501,521.99, leaving a balance of $32,458.98. The total 
land assets, including all contracts and lands unsold, amount 
to $3,993,971.62, estimated value. 

‘I'he general balance sheet is as follows : 


SHEN ers apne $18,738,204.00 
Bond accounts: 

Mortgage loan($119,000 in sinking fund) $556,000 

First sinking fund ($470,500 in sinking 


a Sach a biheiiaions kimeeins aptly gerne 1,508,000 
Secoud sinking fund ($158,000 in sink- 

vee Kn, Ee IE 671,000 
PE ockteharkindcnctobanpswehewes 556, 

ae PS REE TE 1,900,000 
SN aonb chacesobecsness cda.p0ee 8,000,000 
Grand River Valley. . ........ ......+++ 500,600 
Detroit & Bay City .... ...... cc... eee ee 3,576,000 

















—— 17,267,000.00 
Proceeds of J., L. & S, extension bonds ... - 181,943.10 
Accounts payable .... ............. 771,263.5: 
income account to Dec. 31, 1878.... 2,784,598.19 
= “from Jan. 1, 1879 346,819.17 
Wns tassddve lev tcckens cut sdsnebascsvecned $40,089.827.98 
Const: uction accounts : 
PE nth id ndeiecheccaws «ca aand $28,935,569.95 
Proprietary line, Detroit & Bay 
RTS enh ghhaiebasee 3,541,038.89 
ROUEN ES. esaess 3 cneceducs 5, 153,729.92 
Trustee equipment... ... ......... 545,245.82 
ONE 555 cddaS SA eWiebn ons cedsdes $38,175,584.58 
PRVOUIIIIID Sins 0080 a trtadocs ivesaece 482.699.99 
Fuel and supplies............ ...... . 282,457.37 
Accounts receivable ................. 659,566.07 
bn akise cts Urtecs Se: sechcotteeces 489,519.97 
—- — 40,089,827.98 


The trustees of the first sinking fund report that they 
hold in securities of all kinds and cash $1.515,235.42. In 
the second ny! fund there is, in securities and cash, the 
sum of $487,408.15. 

educting bonds held by the sinking funds, the bonded 
debt is $16,519,500, the yearly interest on which is $1, 124,- 
280. The company is also liable for $424,000 Detroit & Bay 
City bonds, interest $33,920, and for $6,045,000 leased line 
, bonds, on which the interest is $486,160. There are rental 
charges, apart from interest, amounting to $159,750, mak- 








ing the amount of the fixed charges for interest and rentals 





$1,804,110 yearly. 

The traffic for the year was as follows: 

Train miles: 881. 1880. Inc. or Dec. P. c. 

‘asse) _ 2,213,971 1,865,258 I. 348,713 18.7 
Freight............ 4,285, 3.658,605 I. 626,964 17.2 
eer 266,153 241,023 I 25,130 10.4 
Switching. ... .. 2,227,073 1,925,181 I 301,892 15.7 
G§Total ............ 8,992,766 7,690,067 I. 1,302,699 16.9 
Passengers carried 2,079,289 699, I 379,479 22.3 
Passenger miles.. 135,706,148 115,523,789 I. 20,182,359 17.5 
Tons freight car- , 

ried...... .... . 4,196,896 3,797,137 1. 399.759 10.5 
Ton miles......... 790,022,930 735,611,995 I. 54,410,935 7.4 

Av. train 1 oad: 
Passengers, No... 61.29 61.93 D. 0.64 1.0 
Freight, tons...... 184.34 201.04 D. 16.70 8&3 


The cost of locomotive service was 19.76 cents per mile 
run, an increase of 2.03 cents, or 11.5 per cent., over 1880. 
The average train hauled was 5.12 passenger, or 21.77 
freight cars, against 5.54 passenger or 24,16 freight cars 


>| in 1880. 


The division of traffic and the average rates received 
were as follows, the rates in cents: 


——1881.—— 

















Boston & Lowell Passenger: Miles. Rate. Miles. Rate. 
err, Meee snts asso case" Through, eastward..... 24,059,912 1.895 21,994,048 2.041 
Centrallowa .. . Through, westward...... 25,684,392 1.642 18,713,328 2.103 
Central, of New Jersey Emigrant........ saewabens 19,879,432 0.978 22,450,768 1.047 
Central Pacific one oumpin ou 
Charlotte, Col. & Augusta 96| Total through.......... 69,623,726 1.540 63,159,044 1.706 
pe re ap gt ey ~. DORE acthecsstar avis 66,082,412 2.634 52,364,745 2.644 
Chicago Mi @ St Pool. 1a EN 135,706,148 2.073 115,523,789 2.131 
Chicago. St P., Minn, & Om.19),2.9 Freight: 

oe.. Rew Cacous Mes eee tk Through eastward....... 368,269,300 0.473 357.273,540 0.719 
Cleve . Tuscarawas Vy. & Wh..190 Through westward...... 196,440,130 0.438 167,179,440 0.494 
Columbia & Greenville.......... 7 ae exe 
Columbus, Hocking Vy. & Toi..222 Total through.......... 564,700,430 0.461 524,422,980 0.648 
Connecticut River.............. 70 OS'S Fanart ea 225,322,500 1.364 211,159,015 1.326 
Consolidation Coal Co itu ina aaa ocus 
Cumberland Valley..... OE his dass ca seacixace (90,022,930 0.718 735,611,995 0.842 


The average rate nl passenger per mile shows a decrease 
from 2.131 to 2 073 cents, being U 058 cent, or 2.8 per cent. 
The rate per ton per mile was 0.718 cent, against 0.842 
cent, a decrease of 0.124 cent, or 14.7 per cent. 

The earnings for the year were as follows: 











1881. 1880. Inc. or Dec. P.c- 
| ere $5,675,731 $6,195,971 D. $F20,240 &. 
PRSSOT BOTS. .....ccccee 2,819,705 2,461,771 I. 350,! 143 
Sa SP 119.203 103,419 L. 15,784 14.3 
ee 126,071 121.564 [. 4507 3.7 
Miscellaneous......... 66,776 68,650 D. 1,874 2.7 

Total $8.800,486 $8.951,3°5 D. $1/0889 1,7 
Expenses 6.752.096 5,738,751 I. 093,345 17.3 
Net earnings. .......$2,068.°90 $3,212,624 D. $1,144,234 35.6 
Gross earn. per mile.. 9,269 11,195 D. Z 34.4 
ve ” ” ee 2,178 4018 D 1,840 45.8 
Per cent. of expenses. 76.50 64.11 I 12.39 ..... 


Expenses include taxes, which were $215,802.69 in 1881, 
and $197.255.52 in 1880. The mileage in 1881 was greater 
by 150 miles than in 1880. The decrease in earnings, it will 
be seen, was due entirely to the lower rates received last 
year, traffic of all kinds showing a very considerable in- 
crease. The very low freigbt rates were, however, entirely 
on through business, the local rate showing a small gain. 

The income account was as follows: 

Net earnings, aS ALOVE. ©... ... cece cesses eeereeeee $2,068,390.37 
Interests and dividends on investments............. 133,845.35 


DOOR «ics cesecccvcsnsncnd ‘ 
Interest, main line bonds........... 












leased line bonds. 745,196.38 

Rental, leased lines....... . -.» 184,310.00 

Dividends, 2% per cent..........000++0+- 468,455.10 
—_—_ 2,161,381.48 
Surplus for the year .. .....20. soe -see sooves 0,854.24 
Madasd THE WOOD. inc. ccccdcsasdsaesdccnecsassess 5,964,933 
Dabemes, Fam. 1, WEB... ccscissstivien een $346,819.17 


There were expended for construction account the follow- 
lowing sums, not included in expenses: Second track, 
$75,852.36; land, ete., at Grand Rapids, $10,650.00; new 
yards at Detroit, $151,786.51; total, $238,289.87. 

Renewals included 392,828 new ties; 20.85 niiles of track 
ballasted and 336.61 miles of fence built. Nine locomotives 
were built in the shops and 8 bought. The equipment ac- 
quired with the Detroit « Bay City road included 18 en- 
gines, 18 passenger-train cars and 667 freight cars. There 
were 18 caboose cars built in the shops last year. 

The Prexident’s report says: *‘The capital stock remains 
unchanged at $18,738,204. 

Ft) DED DEBT. 

“The following chan;cs have occurred in the funded debt : 

“The sinking fund trustees have purchased $3,000 of the 
first sinking-fund, and $5,000 of the second sinking-fund 
bonds—a total of $8,000, ‘ 

“The Trustees of the Jackson, Lansing & Saginaw Rail- 
road northern extension 8 per cent. bonds have called in 
and, with proceeds of land sales, paid and canceled $196,- 
000, which completes the retirement of that issue. 

“The Jackson, Lansing & Saginaw Railroad Company, 
having completed the extension of its road to the Straits of 
Mackinaw, issued thereupon 6 per cent. extension bonds to 
the amount of $1,100,000, the payment of which is guur- 
anteed from the p s of land sales, by the modified 
agreement of that ae Y The interest is guaranteed by 
this company in its lease of the Jackson, Lansing & Saginaw 

roperty. 
" «Pron April 1, 1881, this company leased the Detroit & 
Bay City Railroad, and assumed its debts, for which Michi- 
gan Central 50-year 5 per cent. bonds, secured by a first 
mortgage on the Bay City property, were issued to the 


amount of $3,576,000; there also remain outstanding 424 
2 


bonds of the original issue of the Detroit & Bay City Rail- 
road Company, which, prior to the sale of the property in 
February, 1881, were secured by a first mortgage thereon, 
and also by the guarantee of this company, but which, since 
the sale, hold no lien upon the property, and are valuable 
only for the guarantee above mentioned; they are, however. 
exchangeable for 424 bonds of the new issue, which are held 
for that purpose, and when so exchanged, will increase the 
present issue to $4,000,000. ne 

“The result of the year’s improvements and additions to 
the property is very satisfactory, the especia] features of 
which are the largely increased terminal facilities at Detroit 
Junction, the construction at the company’s shops of new 
and additional locomotives, the constructicn of new second 
track, new iron bridges, new buildings, etc. 

: OPERATION. 

‘“‘The freight traffic shows an increase of 54,400,000 tons 
moved one mile, or 7.40 per cent over the ious year; 
while the earnings, on account of the preva’ ng low rates 
incidental to the sharp contest between the trunk lines, from 
the effects of which this company could not separate itself, 
record a decrease of $520,000, or 8.40 per cent. Had the 
rate of 1880 been obtained on the traffic for 1881, the net 
revenue therefrom would have been $970,000 (equal to over 
5 per cent on the capital stock) greater than it now is. 

“The passenger traffic also shows an increase uver the 
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previous year of] 20,200,000 passengers moved one mile, or 
17.47 per cent, and ot earnings $350,900, or 14.26 per 
cent. 

“The operating expenses show an increase over those of 
i880 of $993,000, or 17.31 per cent, which, however, is 
very favorable, when compared with the increased cost of 
labor, materials and fuel, which is 27 per cent; in this con- 
nection it will be observed that the operating expenses in- 
clude the cost of 10,000 tons of new steel rails (an increase 
over the previous year of 5,300 tons), the cost of nine new 
and additional locomotives and the cost of four new iron 
bridges. 

CONSTRUCTION. 

‘The increase in construction since our last report, in- 
cluding the entire system, is $3,779,328.76, of which 
amount $3,541,038.89 is for the acquirement of the Detroit 
& Bay City Railroad; the remaining amount of $238,289.87 
is for costs of lands, new yards and buildings for additional 
terminal facilities, new second track, right of way and 
gravel pits. 

‘Included in the above acquirement of the Detroit & 
Bay City Railroad are 350 new box freight cars and two 
new locomotives, which have been added to the equipment, 
as received with the Bay City property. 

‘*The inventory alsoincludes eight new locomotives which 
have been added to the equipment of the Jackson, Lansing 
& Saginaw Railroad, and paid for by that company from 
the issue of its bonds previously mentioned. 

FINANCIAL RESULTS. 


“The business of the pl and its comparison with the 
two previous years are fully set forth in the following table, 
gross revenue including interest received from investments: 



























1881. 1880. 1879. 

Gross revenue......... $8,954,332 $9,085,749 $7,415,429 
Working expenses..... 6,732,096 5,738,751 4,699,593 
luterest an? rentals.... 1,692,026 1,569.430 1.587.782 
Guaranteed interest.... .......... 16,980 33,920 
Jackson acciuent..... 0 ....seceee ow = . glade es 

Total charges......$8,425,022  $7.305,161 —- $6,321,295 

Net balance........ $509,310 $1,690,588 $1,094,134 
Dividends....... . 468,455 1,499,056 1,030,601 

Surplus ... we $40,855 $191,532 $63,533. 
Rate of dividend . .2% per ct. 8 per ct. 5% per ct 


“After charging to income account the usual disburse- 
ments for operating expenses, extraordinary repairs, re- 
newals, interest, rentals and dividends, an increase is shown 
for the year of $40,854.24, making the balance since 1878, 
$346,819.17. By a comparison of the construction account 
with the capital stock and funded debt of the company, it 
will be seen that $343,473.87 of such balance has been ex- 
pended on the property of the company.” 





Chicago, Milwaukee & St. Paul. 


The report of this company for the year 1881 shows that 
at the close of the year it operated 4,217 miles of road, an 
increase of 442 miles during the year. The average mileage 
worked for the yeat was 3,830 miles. The additions made 
are noted more fully below. 

The equipment consists of 527 locomotives. 207 passenger, 
27 sleeving, 6 parlor and 135 baggage, postal, mail and ex- 
press cars; 11,036 box (including caboose) cars, 1,419 stock 
cars, 4,285 flat ard coal cars, 32 wrecking and tool cars. 

The Land Department reports tbat the company has re- 
ceived in all 418,875.87 acres in Lowa, and 324,014.56 
acres in Minnesota. The total sales from these grants bave 
been 232,344.13 acres in Iowa and 9,587.84 in Minnesota, 
leaving the land owned Dec. 31 at 186,531.74 acres in Iowa 
and 314.426.72 in Minnesota. The total amount of sales 
made to Dec. 81, 1881, was 1,012,111.23; the amount of 
cash received on sales and contracts was $386,825.15 ; re- 
bates allowed for breaking land, $63,571 61. The amount 
due on land notes and contracts was $757,745.76. The ex- 
penses of the Land Department, including taxes paid, 
amounted to $87,330.59. 

The general account was as follows : 





UNG I ols nc 5 56 5a cess citadescestdsvece $20,404,261.00 
DIE a3 auisahe us velugdsnsdtabeces Lue 14,401,483,60 
Wine BN ca sdsiciceccs RP aye ree thehtontee $2:4.805,744.00 
WEN as nah accum berks. cotanssd ih booneios 79,059,000.00 
Incumbrances assumed.... ........ $6,755.00 
Leal Sa ee 2,490,397.40 
Unpaid vouchers ané pay-rolls... ... 2,161,108.85 


Miscellaneous accounts (current bal- 
GONE). ins csdenbcbecsecdencevecses 1,401.850.01 
Unpaid dividends and interest 118,726.92 





6,178,838.18 


Income account, balance 5,593,010.85 


SS ere ny RS a ete meee seusal $125,636,593.03 
ge ie vee MET ee $120,073,629.99 
Stocks, bonds and investments in 
leased and controlled roads..... 1,683,023.25 
Mlinois and Towa coal lands ..... 503,118.92 
Materials on hand. ............... 1,028.763.99 
sills, accounts and balances re- 
WER featins) cadseaceucntncaccs 663,640.95 
Cash due on stock subscriptions... 1,129.215.00 
UNG GR BONS. cvase Sicdsteiceeds 555,200.93 


—— - —— 125, 636,593.03 

_ The bonded debt, as it stood on Dec. 31, 1881, is included 
in 23 issues; the consolidated bonds amounted to $11,738,- 
000, the other issues being secured on various divisions of 
the road. The yearly interest charge is $5,077,020. 

The charges in bonded debt during the year have been 
po considerable; they are shown in detail in tha foilowing 
able : 

< 1881. 1880. Inc. or Dee. 
Consolidated bonds.. .. $11,738,000 $10,133,000 1,605 








z. 605,000 
La Crosse Div., first.... 5,673,000 6,500,000 D. $27,000 
lowa & Minn., first..... 3,431,000 3,681,000 D. 450,000 
Prairie du Chien, first.. 4% 674,000 PED Sn. d5.06t i evenma 

4 “2s second. 1,300, 1,315,000 D 15,000 
Chi. & Milwaukee, first. 2,494,000 2,500,000 D 6,000 
St. Paul Div., first .... 3,998,000 4,000,000 D. 2,000 
fowa & Dakota, first.... 558,000 582, dD 24,000 
towa & Dak. Extension, 

CGE ven cia tyttn «snes 3,814,000 4,226, D 412,000 
Hastings & Dak., first... 97,000 121,000 D., 24,000 
Hastings & Dakota Ex- 

tension, first.......... 5,290,000 4,060,000 I, 1,230,000 
Southwestern Div., first. 4,000,000 I ce ca's  Seces 
La Crosse & Davenport, 

ee Cre fooreerie 2,500,000 TRUE? S505.Gabeecescs 
Chieago & Pacific, first.. 3,000,000 ee ie ee aaa 
Chicago & Pacific West- 

Par ree SE so s6i ce een I. 9,200,000 
So. Minnesota, first..... 203,000 6,800,000 I 403,000 
Dubuque Div.. first...... 6,152,000 6. 000 I 130,000 
Mineral Point, first...... 160,000 ,200,000 I 960,000 
Wisconsin Valley, first.. 1,700,000 MEET. Kose decnicseocs 
Second-mortgage bonds. 387,000 Es ae 
Minnesota Central. ..... 123,000 183,000 D. 60,000 
Milwaukee & Western... 215,000 ine ouxe'o ck Siuian 
Land grant income bonds 352,000 373,000 D. 21,000 

Town: ahi otay «+--+ $79,059,000 $67,172,000 I. $11,887,000 


There are also $1,109,745 Wisconsin Valley Railroad 
Company bonds, bringing up the total to $80,168,745. Of 
the issues named above $3,674,000 bear 8 percent. interest; 
$1,300,000 bear 7.3 per cent. ; $38,170,000 bear 7 per cent. ; 


$22,055,000 bear 6 per cent., and $13,860,000 bear 5 per 
cent. interest. 
The traffic for the year was as follows : 








Train-miles. 1881. 1880. Increase. P.c. 
Passenger........... 3,489,438 2,773,287 716,151 25.8 
Freight.... ......... 9,762,800 7,172,147 2.590.653 36.1 
Us ecncecaanes 1,714,292 1,040,529 673,763 64.7 

Total........... 14,966,530 10,985,963 3,980,567 36.2 


Passengers carried... 2,985,885 2,127,501 
Passenger-miles..... 137,940,086 111,561,919 28,378,167 23.6 
Tons freight carried. 4,276,088 3,260,563 1,015,525 31.1 
TOR BOE, «oe cs cc0 -697,.347,607 504,876,154 192,471,455 38.1 

Freight-train mileage includes switching. Of the ton- 
miles 51.02 per cent. were of east-bound and 48.98 per cent. 
of west-bound business. 

The receipts per train-mile and per unit of traffic, etc., 
were as follows, in cents: 


858,354 40.4 


1881. 
Earnings per train-mile, pas- 
senger 3.00 114.00 D. 1.00 0.9 
Earn. per train-mile, treight.. 122.00 124.00 D. 2.00 1.6 
Expenses per mile run, all 


1880. Inec.orDec. P.c. 


Macs dacs adhe > cena es . 78.00 Naaldcki. teed 
Maintenance of way per mile 

OTE ee Re 15.60 19.30 D.3.70 19.2 

Motive power per milerun.... 25.40 20.90 I. 4.50 21.5 

Receipt per pass. mile, east... 2.92 SU nbeshins: aness 

om - “west... 2.81 2.76 I. 0.05 1.4 

~~ " “ average. 2.86 2.84 I. 0.02 0.7 

Receipt per ton-mile, east.... 1.69 1.81 D. 0.12 6.6 

. “s  west.... Li 1.71 I. 0.01 0.6 

a “ “* average. 1.7! 1.76 D. 0.06 3.4 


The average rate per ton per mile received for freight for 
17 years past has been as follows: 


1865. 
1866. 
1867. 
1868... 





, The average rate in 1881 was 40.3 per cent. of that for 
865. 

The total extraordinary expenses, for additions to the 
property, were $4,744,561.38, the chief items being $3,289,- 
141.96 for new equipment ; $422,089.37 for real estate in 
Chicago; $344,544.78 for new sidings; $166,829.99 for new 
car-shops at Milwaukee ; $137,385.81 for new elevator and 
grounds at Minneapolis, and $97,193.50 for real estate in 
Milwaukee. These expenses do not include anything for 
construction of new road. 

The earnings for the year were as follows: 








Net earnings... $6,707,531 $5,343,693 $1,363,838 25.5 


Gross earniogs per 


1881. 1880. Inc. or Dec. P.c: 

Av. miles worked... 3,830 2,923 I. 907 31.2 

eae $11,884,796 $8,884,227 I. $3,000,569 33.7 

Passengers.......... 3.938.989 3,159,051 I. 779,928 24.7 

Mail, express,etc... 1,201,677 1,042,841 1. 158,836 15.4 

Total............ $17,025 462 $13.086,119 1. $3,939 343 30.1 

Expenses ........... 10,317,931 7.742.426 I, 2,575.505 33.3 

:. 

ERS pe 4,445 4,477 D. 32 0.7 
Net earnings per 

ategiasicenke 1,751 1,828 D. 77 =—4.3 
Per cent. of ex- 

I a oan nnias 60.92 59.16 I. 1.76 


The increase in earnings was fair, and the earnings per 
mile were more nearly maintained than might have been 
expected with so much new fread. 

The income account was as follows: 
SRO, I, By SOUR oo ons ccocvcswenscntens 


wea oraciem $4,343,283.16 
Less dividend of April 15 (34% on all stock) 


973,306.04 
vse $3,369,977.12 
bowed bapedceratcveusneone 6,707 530,52 
324,112.14 
311,196.22 


RINNE 4c aA wala «on oe k pans ewan a ahae hae 
Net earnings for the year 
Interest and other MCOME.......... cscccccccccces os 
SU RMIN ONIN 3s occndcsceccssccnecpoacccanices 








Nah, aan coh eke ce cipenvonmenpend th adescial es $10,712,816.01 
Interest on bonds 
Dividend ef Jct. 15. on preferred 
stock, 36 per cent........-ss0.ssccee 
Divideod of Oct. 15, on common 
stock, 3% per cent... 


539,149.14 


5,119,805.16 
etemie: Den. 2 DONG. 6 ioisids seeks Rosie es caiede $5,593,010.85 


The net receipts for the year (including interest and land 
sales) were $2,223,033.73 in excess of the amount paid for 
interest and dividends during the year. 

CONSTRUCTION, 

President Mitchell’s report.says: ‘‘During the year the 
company has constructed the following branches and exten- 
sions: 

**In the state of Illinois a line from Rockton to Rockford, 
16 miles; Braceville coal track, 1 mile. 

“Tn the state of Wisconsin a line from Mazomanie on the 
Prairie du Chien Division to Prairie du Sac, 10 miles; from 
Monroe to Shullsburg, 34 miles. 

“In the territory of Dakota the lowa & Dakota Divi- 
sion has been extended tothe Missouri River at Chambher- 
lain, 13 miles; the Southern Minnesota Division from Dell 
Rapids to Sioux Falls, 19 miles; the Hastings & Dakota 
Division has been extended west to Aberdeen, 30 miles, and 
thence the James River north from Aberbeen, 40 miles, 
and its Whetstone Branch, running northwest from Milbank 
Junction, has been extended 11 miles. There has also been 
constructed in the James River Valley, south from Aber- 
deen, 33 miles of track, and on the line west from Flandreau 
22 miles, from Madison to Howard. 

‘*In the state of Iowaa branch has been constructed from 
the Iowa & Dakota Division at Emmetsburg northwest 15 
miles. The Chicago & Pacific Western Division has been 
—- conga west towards Council Bluffs from Marion, 198 
mailes. 

‘*Making the aggregate construction for the year 442 
miles, which, added to the 3,775 miles previously owned by 
the company, makes it the owner of 4,217 miles of completed 
railway. 

‘*On the extension from Marion to Council Bluffs 64 miles 
of track remain to be laid; and when this is done, as it will 
be by next July, the company will have a line between 
Council Bluffs and Chicago not inferior to that of any other 
company in any respect, and passing through a popuious 
country remarkable for its fertility. 

“The largely increased business of the company has 
made necessary the purchase of additional grounds for 
yard, dock and depot purposes in Chicago and Milwaukee 
and at other terminal points on the lines of road, and there 
have been expended for that purpose during the year the 
following sums : 
es ei deca vicns dena «3K% : 
At Milwaukee 


NPR TOE LOT OT LO OE Ory tee 41,901.75 
tats os vee edio Soa seoes Plo Keveeie dines 5,142.30 
SEES Se: 0585 SANe NAS cA de ok WebaveR cere ew hee 9,101.43 

ORE RT $575,428.38 


“A cheap and reliable supply of fuel to meet the large 
and growing wants of the company has been deemed by the 
directors a matter of the greatest importance, and they 
have therefore caused to be purchased F000 acres of coal 








lands at*Braceville, @1 miles scuthwest from Chicago, at a 
cost of $293,000, and 2,000 acres of coal lands near Oska- 
loosa, Ia., at a cost, including improvements, of $210,000. 
From these fields the company is now receiving daily 
supplies. 

“Phe company owns in Northern Tlowa and Southern 
Minnesota 500,000 acres of excellent land, for which there 
is at present an active demand at an average price of about 
$6 per acre, and there is due to it on account-of land sales 
already made the sum of $757,745. 2 

“The company has now 1,239 miles of road laid with 
steel rails, being an increase of 418 miles the past year; and 
the following new equipment has been added: 103 loco- 
motives; 36 passenger, 2 parlor and 10 sleeping cars; 1,850 
box and 1,500 flat cars. 


CAPITAL, 


‘‘ The entire cost of the company’s property, including the 
rolling stock, depot grounds, cattle yards, elevators, ware- 
houses, docks and coal lands, is represented by: 


I 5 6) a dnt dace ck ndeawe ede Mie eeaee $20,404,261 
i ee er ee eee 14,401,183 
ORR WOOO soos ciceccccic bce sboccedesesecccacss $34,805,744 


Mortgage bonds (including $1,109,745 bonds of the 


Wisconsin Valley Co) 80,168,745 


epMaat ee $114,974,489 


**This total amount of bonds and stock on 4,217 miles of 
road is at the rate of $27,264 per mile. 

‘*The preferred stock of the company was increased dur- 
ing the year $1,997,000 by the conversion of mortgage 
bonds and stock, as provided by the articles of association 
and the terms of the bonds. 

‘‘In accordance with authority from the stockholders, 
the common stock was increased by $5,000,000, which was 
issued at par to the stockholders who subscribed for the 
same. 

‘In the regions of country traversed by the lines of this 
company, the year 1881 has been the most unfavorable for 
railroad operations that has hitherto been known. The oft- 
recurring snow blockades of winter and the continuous raius 
of autumn have caused a large expense and serious inter 
ruption to business. 

‘“Tbe purchase of the several roads acquired by this com- 
pany and the construc’ion of their connecting lines, to- 
gether with extensions of our main line, make a system of 
railroads covering, in well-adjusted distances, an immense 
extent of the most fertile and productive country in the 
world, susceptible of continued yearly increase in its popu- 
lation and productions, giving to this company a promise of 
future development unequaled by any other railroad sys- 
tem, and working together so barmoniously as to render its 
possibilities for economy and cheapness of operation unsur 
passed,” 


Total bonds and stock..... ....... 





New York, Susquehanna & Western. 


This company was organized June 23, 1881, by the con- 
solidation of the Midland, of New Jersey, the Patersun Ex- 
tension, the Midland Connecting, the North Jersey, the 
Water Gap and the Pennsylvania Midland companies. The 
repurt covers the operations of the completed road for the 
entire year 1881. 

The road owned extends from Marion Junction, N. J., tothe 
New York state line near Unionvilie, 71 miles, and the com- 
pany leases the Middletown, Unionville & Water Gap road, 
from that point to Middletown, N. Y., 14 miles. The trains 
use the Pennsylvania Railroad track from Marion Junction 
to Jersey City, 2'4 miles. 

The equipment consists of 17 locomotives; 15 passenger, 6 
combination and 3 baggage, mail and express cars; 11 milk, 
2 produce, 5 bay, 32 box, 1 stock, 21 lime, 69 gondola, 47 
flat, 55 ore and 5 caboose cars; 10 gravel, 1 derrick, 1 tool 
and 1 flanger car; 1 steam shovel. 

The report gives no balance sheet and no statement of 
securities. The capital account has been ina transition 
state and is not yet fully arranged and settled. 

The earnings for the year were as follows : 











IE ig cakiccgendd cetbincc:, des sale ck seaeeere tweed $267,031.85 
Mia ia da aabieins exshn aan i wevedeeAwes! saapeaeniGagees 192,431.24 
EE ccc dvecvocticceneteccterese sdcecchenmbeehass 152,442.68 
MGT GRPTOOS, CFC... cece coccsccecscs. «© .occaccsoccecs 28,945.56 

Total ($7,539.43 per mille).............ccsceccece $640,851.33 
Expenses (66.23 percent.) ..........cceecesccceeeee of 424,423.54 

MOR CRITE. 6 oiiccccssabinsiceidece ’5 45ka tee $216,424.79 


Expenses include the amounts paid for the use of the 
Pennsylvania track and terminal facilities in Jersey City. 

No statement of the disposition of net earnings is given. 

The General Manager reports 24 miles of steel rails and 
78,996 new ties used in renewals; 3,457 ft. new sidings 
were built; four miles wire fence built; several trestles and 
bridges rebuilt; several statious painted and other improve- 
ments made. ‘he equipment was kept in good repair and 
one engine rebuilt. 

President Pott’s report says: ‘‘ The extensions now being 
constructed from Two Bridges, N. J., to Gravel Place, Pa.,the 

int of intersection with the Delaware, Lackawanna & 

Western Railroad, and the necessary extensions in the Lack- 
awanna Valley, connecting the coal operations of the com- 

any with the main line of the Delaware, Lackawanna & 

Western Railroad Company, are all being prosecuted vigor- 
ously. 

ne K favorable traffic contract has been consummated with 
that company, obviating the necessity of further extensions 
on our part, beyond the point of intersection with them near 
Stroudsburg, Pa., and insuring us perpetually advanta- 
geous terms for the mutual interchange of business. 

‘** Desirable terminal facilities for our coal traffic are pro- 
vided under the contract with the Delaware, Lackawanna 
& Western Railroad Company. 

“For all other kinds of traffic the company has made its 
arrangements with the Pennsylvania Railroad, whose facil- 
ities and conveniences are unrivaled. 

‘*The completion of the Paterson Extension Branch (about 
1 mile) will enable us iu the future to command a large 
share of the business of this flourishing manufacturing city 
—now containing upwards of 60,000 inhabitants—from 
which, owing to our unfavorable position, we have hereto- 
fore had but little benefit. 

“* As provided by the articles of consolidation, the stock 
of the Midland Railroad Company, of Now Jersey, is ex- 
changeable, at par, into the preferred stock of this com- 

ny. 
ar Subsequently this ge extended the privilege to the 
junior security holders of that company, to convert their 
several securities into its common stock, upon the following 
terms : 

‘Income bonds, Class A, to be exchanged at par. Income 
bonds, Class B, to be exchanged, at par, upon the payment 
of 5 per cent. assessment. 

‘‘Scrips Nos. 1 and 2 to be exchanged, at par, by the pay- 
ment of 714 and 10 per cent. assessment, respectively. 

‘* A large proportion of these securities have already been 
exchanged for the common stock ; and in view of the early 
completion of the road, itis expected the balance will be 
promptly converted.” 











